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HOCH-SMITH INTERPRETATION 
For the benefit of those who hold that the Hoch- 
Smith resolution means nothing new in the way of law 
or adjustment of freight rates, we wish to call atten- 
tion to the following from the tentative report of Ex- 
aminer Disque, of the Commission, on the 1925 live 
stock cases: 


_ Under the Hoch-Smith resolution agricultural products, includ- 
ing live stock, are entitled to rates just as little above the cost of the 
service as is compatible with the maintenance of adequate transpor- 
tation, and rates on other traffic may have to bear the balance of the 
burden necessary to a proper return on the values of the carriers’ 


properties. 

There is a plain statement by a disinterested, com- 
petent student of transportation problems and trans- 
portation law that, under the Hoch-Smith resolution, 
agricultural commodities are entitled to preferential 
treatment. It is not conclusive as to the position the 
Commission may take, for Mr. Disque is an examiner, 
not a commissioner, and the report is tentative merely. 
But that the Commission allows a report containing that 
language and that interpretation of the Hoch-Smith 
resolution to be made public is significant, and it is also 
significant that a man of Mr. Disque’s attainments and 
position holds as he does. 

It might seem that Mr. Disque’s interpretation of 
the Hoch-Smith resolution is not consistent with his 
finding in the live stock cases, the dismissal of which 
he recommends. But his reason for recommending dis- 
missal is not that live stock is not entitled to preferen- 
tial treatment, but that the rates in question are already 
below the cost of service and that, “if the rates are non- 
compensatory, any governmental action requiring their 
reduction, or even their continuance, would amount to 
confiscation, be violative of the federal constitution, and, 
therefore, null and void.” In other words, he holds that 


live stock is entitled to preferential treatment, but that it 
already has it. 


The public mind, because of efforts to induce the 
Commission to find a way of not doing what the Hoch- 
Smith resolution directs it to do and the arguments of 
legally-minded persons who strain after this, that, or 
the other interpretation rather than take the common- 
sense and practical point of view, is much confused as 
to this piece of legislation. It is becoming more and 
more clear, however, that there is at least serious danger 
of its being officially interpreted as directing a change 
in the method of rate construction and adjustment and 
it should have been clear long ago—and was, to all those 
not blinded by other consideration—that the resolution 
is at least productive of confusion and expense. Why 
not get together and move for its repeal? The Asso- 
ciated Traffic Clubs of America have already taken this 
stand. Their attitude has, apparently, met with a great 
degree of approval and it has had some actual endorse- 
ment from organizations here and there. The railroads, 
generally speaking and by concerted action, have not 
yet fallen in line. Neither has the National Industrial 
Traffic League, the organization of shippers. It is to 
have its annual meeting in November and Congress 
convenes in December. We hope that at this meeting 
it will take some action looking toward repeal and will 
follow it up in Congress in its customary energetic and 
effective manner. We know there are many members 
of it who think it should take such action. We hope they 
will press for adoption of their views. There would be 
nothing inconsistent between such action by the League 
and its former action, which went merely to the extent 
of advising the Commission what it should do under the 
Hoch-Smith resolution. 


RATE STRUCTURE INQUIRY 

The hearings now being conducted on the petition 
of the western railroads for increased revenue and the 
case instituted by the Commission under the direction 
in the Hoch-Smith resolution for a general rate investi- 
gation have already been productive of much of interest 
and will, of course, continue to be. 

So far as the general rate investigation phase of the 
matter is concerned, we think it a useless expenditure 
of time and money, caused by a political gesture of 
Congress for the benefit of agriculture and not opposed, 
as it should have been, either by righteous-minded and 
intelligent members of Congress or by the same kind of 
persons outside of Congress. However, it is interesting 
and it undoubtedly sells papers. The petition of the 
carriers for increased revenue in the west is different. 
It is necessary and proper, and none the less interesting. 
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There’s a Traction Representative 
In Your Territory 


LLINOIS TRACTION SYSTEM repre- 
sentation is not confined to the territory 
immediately served by this company. 


OR the convenience of the shipper in 
the national field the Illinois Traction 
System maintains traffic representa- 
tives at the principal shipping centers. 


W. H. Wylie, Traffic Manager, Ninth and Adams Streets, Springfield, Illinois 


NY one of the following off-line repre- 
sentatives is at your service: 


D. R. PECK, 208 S. La Salle St., Chicago 
L. B. KELZ, 11 Moore St., New York City 
Cc. A. CANNING, 

Metropolitan Life Bldg., Minneapolis 
C. F. BEACH, 703 Free Press Bldg., Detroit 
E. D. FORDE, 312 Park Bldg., Pittsburgh 
L. W. GENT, 211 Ry. Exchange, Kansas City 
J. M. BOAK, 415 Swetland Bldg., Cleveland 
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September 12, 1925 


The only objectionable thing about this phase of the 
matter is that such a petition and such a fight should 
be necessary, in face of the known fact that the carriers, 
as a whole, need more revenue and that the law provides 
that they shall have it. One not familiar with ways of 
doing things of this kind would say that the carriers 
and the shippers involved (except, of course, some mal- 
contents who would never agree with anybody on any- 
thing reasonable) ought to be able to get together on 
some plan of giving the carriers what they should have 
with the least possible inconvenience and expense to the 
shippers who must pay it, and present that plan to the 
Commission on something like an agreed statement of 
facts. But that would, we suppose, be too sensible and 
too cheap. It would not give opportunity for the ex- 
perts to air their views nor for men who make their 
living in that way to prepare and present long state- 
ments, exhibits, and arguments to prove what everybody 
who has given any attention to the subject ought to 
know. This case ought to be one merely of details for 
the Commission to settle, but it is far from that. 


The only approach to a plan such as we have sug- 
gested is the Potter plan for pooling a five percent in- 
crease in freight rates among roads that are not earning 
five and three-quarters percent, in proportion to the ex- 
tent to which they fall short of that figure. It is amaz- 
ing to us that the plan has not had more support or 
sympathetic treatment from both the railroads and the 
shippérs. Only here and there has there been a word 
of approval for it, except by the St. Paul railroad, one 
of whose receivers is its author. 


Notwithstanding the fact that the plan had not yet 
been formally offered to the Commission as a solution 
of the western problem, Mr. Donnelly, president of the 
Northern Pacific, was cross-examined on it briefly this 
week. We regret that the cross-examination could not 
have gone further, but it was cut short because the plan 
was not of record. Mr. Donnelly would probably have 
made himself clearer if the colloquy had been continued, 
but as the record stands, his objections to the plan are 
not convincing. He says 1924 ought not to be taken as 
the basis on which to consider the earnings of the roads 
for the administration of the plan. Probably he is right 
about that, but that is a mere ‘detail. It does not go 
at all to the merits of the plan. Some other year or some 
series of years might be taken. Again, he said the plan 
was socialistic. What does that mean and what if it be 
true? It is socialistic, if by that one means more or less 
paternalistic, and we agree that anything of that kind 
ought to be scrutinized very closely. But, if it fills the 
bill and would do the work, the label, “socialistic,” ought 
not to damn it, whether the label be correct or not. One 
might and should scrutinize carefully a ten dollar bill 
offered by a known counterfeiter, but, if he finds the bill 
to be all right, he would not refuse to accept it because 
the man offered it might have other bills that were 
phony. 

In the cross-examination of Mr. Donnelly it seems 
to us that Mr. Teal laid his finger on a weak point in 
the railroad case, with respect to passenger fares. Mr. 
Donnelly, as is the case with other railroad men, seems 
to think it impossible to raise passenger fares, though 
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the passenger business is unprofitable, but without 
offering any convincing reason why. We wonder what 
the reason is. In any other business, the executive 
endeavors to make profitable any part of the business 
that is not showing a profit. One way to do that is to 
increase the selling price. Why cannot the railroads do 
that with their passenger service? They would meet 
with opposition, of course, but they meet opposition in 
trying to increase their freirght rates, and part of that 
opposition is justified by the feeling that it is unfair to 
make shippers of freight pay for losses incurred in haul- 
ing passengers. It seems to us that it will be time 
enough for the railroads to say it is impossible to in- 
crease passenger fares when they have tried it and the 
Commission has refused them permission. Of course, 
increased passenger fares might cause still more busi- 
ness to go to the motor busses, and that is a business 
consideration, but we should like to see some figures 
instead of a mere wagging of heads. 

~ Another phase of the loss in passenger business is 
the duplication of passenger service, which Mr. Don- 
nelly admitted exists. Why not cut some of it out? 
That savors too much of unified operation, perhaps, one 
says, but we should like to ask if it is any more subject 
to that criticism than the action of the carriers in their 
present petition, under the law, where all are asking for 
a five percent increase in face of the fact that many of 
them do not need it? They are acting together to put 
the railroads in the west on a sound basis. That is right 
and proper. But why not carry the principle a little 
farther and act for all in other ways? We are as much 
opposed to paternalism and socialism and unified opera- 
tion as any one can be, but everyone ought to be willing 
to make exceptions to his established policy and to ac- 
cept what is good even if it is labeled with something 
offensive. We think the reason so many men are shy of 
anything that looks like paternalism is that they are 
afraid to trust their own ability to decide what is good 
and what is bad. The test ought to be, “will it work?” 
and not “who offers it and what does he call it?” 


If there are too many passenger trains in a certain 
territory and the demands of the public can be properly 
cared for with fewer, with a substantial saving in cost, 
and thus with a reduction in charges paid by shippers, 
why in the name of Heaven should the situation not be 
corrected? If it is socialism or paternalism to correct 
it, then we are for socialism or paternalism, to that ex- 
tent. The railroads, under the law, are being regulated 
as a whole for their own good and the good of the coun- 
try. That is the theory. Some paternalistic sugges- 
tions—like enforced consolidation and government 
operation—we oppose, not merely because they are 
paternalistic, but because they are paternalism run wild 
and would not work. If we thought they would work 
we would be for them. We are not afraid of labels and 
we do not believe a rose, by any other name, would lose 
any of its perfume. 


MEETING OF N. 1. T. L. 


The annual meeting of the National Industrial Traffic 
League will be held at the Hotel Sherman, Chicago, Wednesday 
and Thursday, November 18 and 19, 1925. The meeting of the 
executive committee will be held on Monday and Tuesday, No- 
vember 16 and 17. 
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VALUATION METHODS ATTACKED 


The Traffic World New York Bureau 


Methods followed in evaluating railroads for rate-fixing are 
unsound, according to Dr. Frank J. Warne, former professor of 
railway economics at the Wharton School of Commerce and 
Finance, University of Pennsylvania, now chief statist of the 
Railway Brotherhoods, in an address before the convention of 
the National Council of Traveling Salesmen’s Associations. Dr. 
Warne said, in part: 


I believe that but for the existence of the valuation basis of rate 
making, established for the first time in the transportation act of 1920, 
we would not now be paying the Pullman surcharge. I also believe 
that but for the valuation clause the traveling public would now have 
the interchangeable mileage ticket at a reduction from the so-called 
standard fare. 

In the controversy between commuters and the New Haven and 
the Long Island railroads, while each case presents separate aspects 
of the problem, there is the same fundamental principle underlying 
both, This principle is the basing of transportation charges on valua- 
tion. In the case of the New Haven this principle is at issue in its 
property investment account. In the case of the Long Island the 
principle is involved in the capitalization of surplus as a part of 
valuation. 

As frequently pointed out by the Interstate Commerce Commission, 
the bad financial condition of the New Haven lines is not the result 
of low rates but is due mainly to causes having little relation to their 
function as transportation agencies. The remedy therefore is not to 
= pu in the direction of advances in rates, either passenger or 
re a 

No one seems to know within millions of dollars what the property 
investment of the New Haven really is in honest, working dollars. 
The Commission reports that the amount and cost of the New Haven’s 
railroad property, as distinguished from its non-railroad property, 
cannot be stated and that not even the book value of the property 
devoted to general railroad use can be ascertained. 

In the case of the Long Island Railroad and its commuters, the 
question of the capitalization of surplus as a basis for rate making 
is an issue. The total cost to the Pennsylvania Railroad of its New 
York station, part of which is used by its subsidiary company, the 
Long Island Railroad, was $114,000,000, of which $57,000,000 was new 
capital and about an equal amount was surplus, both of which 
amounts are represented in the property investment of the Pennsyl- 
vania Tunnel and Terminal Company. 

Surplus reinvested in the property and which is over and above a 
fair return should not, in my opinion, be allowed to be capitalized for 
such a purpose. This is true for the reason that this surplus is 
simple excess earnings above a reasonable return on investment. 

Not very many know that this principle of valuation embodies 
the proposals made to Congress by the railroads themselves. The 
— Association of Owners of Railroad Securities claims the 
credit. 

There is one other aspect of the operation of the valuation pro- 
vision of the transportation act. It has had the effect of maknig 
imperative not only statutes of our state legislatures but it has also 
even abrogated the provisions of state constitutions—the supreme 
expression of a sovereign people. 

It has elevated a bare majority of the Commission to a position 
from which they can and have annulled state laws and constitutional 
provisions. And the exercise of this most dangerous power rests 


primarily in the conviction of the commission of the need of the rail- 
roads for revenue. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the properties of the 


- Atchison, Topeka & Santa Fe and affiliated lines, as of June 30, 


1916, the Commission has found final value as follows: Owned 
and used, $387,735,000; wholly owned but not used, $3,427,318; 
wholly used but not owned, $88,038,078; jointly used but not 
owned, $347,900; total owned, $391,162,318; and total used, $476,- 
120,978. The sum of $12,235,000 is included in the value above 


stated for owned and used property on account of working cap- 
ital, including material and supplies. 


The Santa Fe, on date of valuation, according to the report, 
had outstanding $634,924,553.50, par value, in stocks and long- 
term debt, of which $214,312,500 represented common stock, 
$124,173,700 preferred stock, and $296,438,353.50 funded debt. In- 
vestment in road and equipment, including land, on date of valu- 
ation, was stated in the carrier’s books as $534,221,828.58. With 
readjustments required by the Commission’s accounting exami- 


nation, this amount would be reduced to $500,268,145.99, accord- 
ing to the report. 


Cost of reproduction new of total owned property was stated 
as $390,148,829, and cost of reproduction less depreciation, $312,- 
688,365. Cost of reproduction less depreciation of total used 


property was stated as $389,598,374 and cost of reproduction new, 
$482,760,253, as of date of valuation. 


Tentative valuation reports have been issued on the follow- 
ing properties in which final values have been fixed as indi- 
cated: Port Reading, of New Jersey, as of June 30, 1917, total 
owned, $3,527,590; total used, $3,257,800; Middletown & Hum- 
melstown, of Pennsylvania, as of June 30, 1917, total owned, 
$125,064; total used, $136,878; and Sheffield & Tionesta, of Penn- 
sylvania, as of June 30, 1917, wholly owned and used, $442,975. 


The Commission has issued tentative valuation reports on 
the following properties, fixing final value as indicated: Salina 
Northern, of Kansas, as of June 30, 1919, total owned, $1,311,630; 
total used, $1,312,478; Tipton Railroad Company, of Pennsyl- 
vania, as of June 30, 1918, wholly owned and used, $29,500; 
Pittsburgh & Susquehanna, of Pennsylvania, as of June 30, 1917, 
total owned, $317,955; total used, $318,212; and Rupert & Blooms- 


burg, ef Pennsylvania, as of June 30, 1917, wholly owned and 
used, $85,330. 
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In tentative valuation reports the Commission has fixed the 
final value of wholly owned and used property of the Birming. 
ham, Columbus & St. Andrews Railroad Company, of Florida 
at $229,109 as of June 30, 1917, and of the Texas South-Easter, 
Railroad Company, of Texas, at $413,265 as of June 30, 1919. 


FINANCE APPLICATIONS 


The Virginian Railway Company has applied for authority 
to issue nominally $3,896,000 of first mortgage 5 per cent 50-year 
gold bonds, and to issue and sell $7,500,000 of similar bonds. |t 
said it proposed to sell the $7,500,000 of bonds at 95.5 per cent 
of par and accrued interest to the National City Company of 
New York and Lee, Higginson & Company of Boston and New 
‘York. 

The New York Dock Railway has applied for authority to 
issue 30 shares of 6 per cent cumulative preferred stock and 3 
shares of common stock of the par value of $100 each. The 
preferred stock has been subscribed for and paid for at par in 
cash, the applicant said. 

Receivers of the Savannah & Atlanta Railway have applied 
for authority. to issue a receivers’ certificate in the sum of 
$150,000 to retire and discharge a similar certificate. The re. 
ceivers said the certificate would be delivered to and accepted 
at par by the Citizens & Southern Bank of Savannah, Ga. 

The Florida East Coast has applied for authority to assume 
obligation and liability in respect of $700,000 of 4% per cent 
equipment trust certificates and to sell them at not less than 
97.125 per cent of par to the trustees of the Mary Lily Flagler 
Bingham estate. The company proposes to acquire 10 mountain. 
type locomotives and 20 second-hand passenger coaches. 


UNCONTESTED FINANCE CASES 


The Central of Georgia has been authorized to pledge $3,314, 
500 of 54% per cent refunding and general mortgage bonds for 
short-term notes until June 30, 1927. 

The Chesapeake & Ohio has been authorized to acquire and 
operate in interstate commerce a line of railroad in Boone 
county, West Virginia, extending from Seth to Prenter, a dis- 
tance of approximately 10 miles. The property to be acquired 
has been controlled by interests identified with the Brotherhood 
of Railroad Engineers. 

The Madison County Railway Company has been authorized 
to abandon its line of railroad in Madison county, North Caro- 
lina, extending from a connection with the Southern at Runion 
to Belva, a distance of 7 miles. 

The Commission has dismissed an application of the Kansas 
City Northwestern Railway Company for authority to operate a 
line of railroad in Kansas and Nebraska. 

The St. Louis Southwestern Railway Company of Texas has 
been authorized to acquire control, by lease, of the Stephenville 
North & South Texas Railway. 


SOUTHERN CLASS RATES 


All the carriers interested in No. 13494, the southern class 
rate investigation, have asked the Commission to extend the 
time for comment on the Commission’s report in that case to 
October 6, in the hope that by that time they will be able to come 
to a conclusion as to whether they will act upon the report with- 
out a formal order from the Commission (See Traffic World, 
September 5, p. 519). Insistence upon the issuance of an order 
may be taken as indicative of a feeling at the time among some 
of the carriers that they should take the matter to the courts 
even if later they do not invoke the judicial machinery’s aid to 
obtain what they believe they are entitled to receive. 

The carriers intend to make a rough revenue check to deter- 
mine the amount of money that would have béen received, on 
the traffic that moved in the selected periods in the year preced- 
ing the making of the report, so that in whatever they say to 
the Commission in the way of comment on the subject they will 
have a fair idea as to the effect of the new rates on their 
revenue. 

A request for an extension of time in which to make com- 
ment was necessary because the Commission, in its report said, 
that unless the carriers within thirty days from the service of 
the report, signified their acceptance thereof, it would issue an 
order putting the rates into effect. Service was made on some of 
the carriers in time to have the thirty days expire early in Sep- 
tember but the Commission had not, in view of the desire for 
time for discussion among the carriers themselves, adhered to 
the strict letter of its notice, especially inasmuch as the unoff- 
cial advices were that there was a good prospect of the 
carriers coming to a complete agreement on the points, raised 
among themselves, as to what each group of carriers would have 
to do to carry the decision into effect. The understanding has 
been that the area of dissatisfaction is relatively small. 


NEW ENGLAND DEMURRAGE 


The report of the New England Demurrage Commission for 
July, 1925, shows 250,430 cars reported, with an average deten- 
tion of 1.50 days, 87.4 per cent of cars released on free time, and 
$117,996 demurrage assessed, as against the following figures for 
July, 1924: 229,117; 1.58; 87.2; $116,362. 
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Current Topics 


in Washington 





impartial Statistician Seems Needed.—Advocates of the 
Great Lakes-St. Lawrence Tidewater Association waterway proj- 
ect and those who discuss the project that is the apple of the 
association’s eye in such way as to suggest that they are op- 
nents of it, do not agree on even the collateral figures, not 
to mention the main ones. This is shown by a reply by the 
association to a speech made to the Minneapolis Traffic Club, 
June 11, by Frank H. Alfred, president of the Pere Marquette. 
They do not even agree on the horsepower of the electricity 
to be developed by the project. The reply was sent by Charles 
P. Craig, executive director of the association. Until they agree 
on a few figures, it may be suggested, they have not come near 
to the point where they have to consider the advisability of 
Voltaire’s, “Let us agree upon terminology,” as the basis for a 
discussion of a subject. As a starter, Mr. Craig said that Mr. 
Alfred misstated the fact about the increase in the production of 
wheat between 1885 and 1894, when he said the increase had 
been only 74 per cent. Mr. Craig said Mr. Alfred was wrong 
pecause his base figure, 500,000,000 bushels in 1885, was wrong. 
The production in the year Grover Cleveland took office the 
first time, he said, was only 357,112,000 bushels, and the increase, 
therefore, 143 per cent instead of 74 per cent. Mr. Craig’s next 
point was that Mr. Alfred, in respect to figures about corn, 
resorted to the trick of selecting the years the figures for which 
would prove a point. He said that, because Mr. Alffed com- 
pared the corn figures for 1885 and 1924, the latter gave an 
incorrect view of corn production. Mr. Craig said the trend 
was more properly indicated by taking the ten-year average, 
1875-84, amounting to 1,564,143,000 bushels, and the 1915-24 
decade, averaging 2,861,000,000, an increase of 83 per cent. Mr. 
Craig said Mr. Alfred made the same speech at Minneapolis that 
he had made to the Toledo Chamber of Commerce, but that the 
association had passed that Toledo speech without notice, be- 
cause it hoped he would ascertain the facts before broadcasting 
his views a second time. Mr. Craig said that, undoubtedly, Mr. 
Alfred was thinking of the Pere Marquette when he entitled his 
speech, “The Essential Link.” Mr. Craig said it was necessary, 
again, to correct Mr. Alfred, “because the St. Lawrence water- 
way is today the essential link in completing a symmetrical 
transportation system in North America.” Continuing along 
that line of thought he added that it was the-only feasible means 
of bringing “adequate relief to a large and populous section of 
the interior which is now at a serious disadvantage because of 
high cost of railroad transportation to the seaboard” linking 
with that the statement of fact that the western roads were now 
asking for an increase in rates “which is claimed to be necessary 
to their existence.” Mr. Alfred figured the cost of the proposed 
waterway chargeable to navigation at $375,000,000 as the capital 
expense, with interest at 5 per cent, maintenance, taxes and 
depreciation, at a total of $31,875,000 a year, “equal to a cost 
of 25 cents per bushel to save the exporter of wheat 6 cents 
per bushel,” which is all the saving Mr. Alfred said would be 
possible on an export, by water, of 1,960,000 tons of wheat a 
year. The total export figure used by Mr. Alfred, Mr. Craig said, 
was not correct; the receipts at seven Atlantic ports, in 1921- 
1923, of grain and flour, averaged 579,000,000 bushels, or more 
than 15,000,000 tons, instead of the 1,960,000 tons Mr. Alfred said 
could be exported via the proposed waterway. At 6 cents a 
bushel there was a possible saving, said Mr. Craig, of more than 
$22,800,000 on export grain alone. But, he said, the difference 
in favor of the proposed route would be greater than six cents, 
running between 7 and 12 cents, giving a total possible saving 
of more than $42,000,000 on export grain and of nearly 
$8,000,000 on grain moving to the Atlantic seaboard for domestic 
consumption, because Mr. Craig thinks the construction of the 
waterway would bring down domestic rates as well as export 
rates. But he said that would not measure the value of the 
waterway. He believes the lessened cost of getting grain to 
the Liverpool market would be reflected by an increase in the 
farm price of approximately 3,900,000,000 bushels of United 
States and Canadian grain, in addition to that actually moving 
to the seaboard. The transportation savings, plus the price 
improvement of grain on the farm, he said, would amount to 
more than $240,000,000 annually. But the great divergence in 
figures, suggesting the desirability of an impartial statistician, 
is shown when Mr. Craig figures the capital investment in the 
Proposed waterway, and the annual bill for keeping it a water- 
way. Mr. Craig says the share of the cost assignable to navi- 
gation would be only $162,000,000, instead of the $375,000,000 
mentioned by Mr. Alfred; that interest would be only $6,480,000 
a year and that maintenance, operation and depreciation would 
be only $1,105,000, or a total of $7,585,000, equivalent to 1.3 
cents a bushel on the grain and flour moving to the seaboard 
annually. The transportation saving, he said, would be more 
than $40,000,000 a year, which would amortize the cost of the 
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navigation improvements in four years. The transportation 
savings plus price enhancement benefits, he adds, would more 
than pay the cost in one season. 





Is Compensatory Transportation Wasteful?—The Commis- 
sion’s decision in I. and S. No. 2420, Transit at Kansas City on 
Grain and Grain Products, holding that waiver of back-hauls on 
grain from Kansas and Colorado via Kansas City into the 
interior of Louisiana and Texas would result in wasteful trans- 
portation, tends to remind one of the man recently returned 
from Florida weeping and wailing about the money he had lost 
because he sold a shack that had cost him $1,200 for $2,700 and 
others had since sold it for $8,000. The Commission said the 
grain moving over the routes proposed for waiver of back-hauls 
would yield a minimum of 6.9 mills per ton mile and could, 
therefore, not be called non-compensatory. Yet it said the 
transportation would be wasteful, the direct route rates yielding 
as much as 23.8 mills. As a scheme for nipping a rate war in 
the bud, the decision, it is believed, would pass muster. The 
Commission avoided saying the proposal would result in undue 
prejudice. The finding in the suspension docket, it is believed, 
foreshadows a like decision on a formal docket case in which 
complaint has been made by the protesting interest against 
what another carrier has done, the competition of which the 
Santa Fe merely desires to meet. Decisions like the one in this 
case and in the tap line cases in which wasteful transportation 
has been condemned, it is suggested, show plainly that the 
Commission, in the last analysis, is the power that puts limits 
on the market areas of cities and districts and, by the same 
token, circumscribes the activities of each common carrier. In 
other words, it is the tribunal that decides how much compe- 
tition is good for a community or a carrier. The consolidation 
and acquisition paragraphs also give it the power to set aside 
the law against the restraint of trade, if and when it thinks the 
limited competition between carriers now possible, is no longer 
in the public interest. In the suspension docket case, the Com- 
mission, in effect, said: “No, Santa Fe, you shall not help 
Kansas City grain dealers to reach over into the territory for 
grain which the Wichita dealers could handle, except on con- 
dition that you charge them more than you propose, because 
you could be doing something that would bring you in more 
money, as higher charges will, if the Kansas City people will 
hire you on a higher scale such as we suggest.” 





Big Carloading and Truck Competition.—A thoughtful man, 
it is believed, can find food for thought in this week’s report 
on carloading—1,124,000 cars—the greatest ever known by about 
12,000 cars, in connection with the motor truck, about which 
some traffic managers have lost sleep. One thought is that 
this enormous carloading is made possible by the dreaded 
truck. It has, obviously, increased the productive capacity of 
every factory in the country by hurrying up the delivery of raw 
materials to the machines. Obviously, also, it is suggested, it 
had hurried the finished goods to the car loading places, thereby 
cutting down car detention. Every factory, the operations of 
which have been speeded up, has yelled for more cars to load. 
Every factory has had to yell for more raw materials. The 
result is that, way back in 1923, the carloading reached a total, 
the statisticians who had platted carloading curves because much 
freight was loaded in 1918, said would not be reached until 1927, 
still seventeen months away. Seemingly, the monster that was 
to eat up the railroads has been their savior; the old story of 
the depressed wheelwrights who expected to go to the poor 
house because the steam locomotive had come, all over again. 
When one thinks of some of the prophecies made about industry 
and business, the wonder is that any man allowed to remain 
outside of Bedlam ever turns prophet. About two years ago the 
late Senator LaFollette was warning the public that, unless 
something were done, legislatively and by the courts, of course, 
because the senator seemed to think government was the only 
agency that ever could do anything, gasoline at $1 a gallon 
would soon be here. Well, before the ink on that doleful 
prophecy was dry, prices fell because much crude was brought 
to the surface. A motorists’ association in Washington has 
just got out its propaganda against the oil industry on the 
assumption that gasoline was going to 30 cents or more. The 
literature on that subject is out just in time to meet a falling 
price, 18.5 cents in Washington, without the two cents tax. 
But prophets are optimists. They try, try again, even if they 
never succeed. 





Coolidge “In Our Midst” Again.—The President has put an 
end to his vacation. Therefore, Washington perks up and 
expects to loom larger in the day’s news than in the eleven 
weeks he spent at Swampscott. Those interested in getting the 
railroads consolidated into a limited number of systems, many 
of those who are indifferent on that subject are inclined to 
believe, should be planning to get the ear of the chief executive 
early, often, and intensively, if they do not want their pet 
project ruined by legislation. Enactment of legislation forcing 
the Commission to hurry along with its permanent plan for 
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consolidation, the indifferent ones believe, will send the pet to 
pot. They figure this way: The minute the permanent plan is 
announced, every below-par railroad, knowing the name of the 
above-par railroad that is to annex it, will become exceedingly 
valuable in the eyes of the holders of its stock. Knowing that 
the above-par railroad will have to buy, or persuade the Com- 
mission to change the so-called permanent plan, it will be 
impossible, broadly speaking, to convince the owners of the 
stock of the below-par railroad that they should let go at a 
price enabling those expected to put up the money to make any 
profit out of the transaction. When men are deprived of the 
hope of profit, there can be no business along that particular 
line. Idle coal diggers in the soft coal fields might be consulted 
on that point. A permanent plan of consolidation, it may be 
pointed out, will tend to make acquisition, less than consolida- 
tion, just as hard as consolidation. Therefore, consolidation 
such as Commissioner Eastman has talked about in many dis- 
sents, will also come to a standstill, even as the thing that, in 


the eyes of the law, is real consolidation, has come to a dead 
halt. 
























































































































































Thoughts on Coal Supplies.—There has been a good deal of 
figuring, among those interested, as to the possibilities in the 
case of the hard coal strike becoming a real menace through 
sympathetic strikes among the soft coal men. The foundation 
fact is that the non-union mines are producing something less 
than 7,000,000 tons a week—perhaps not more than 6,750,000. 
They have a readily available capacity of a shade over 7,000,000 
tons. They have available, in addition, potential capacity of 
1,900,000 tons more. It is figured that in 45 days they could 
be producing nearly 9,000,000 tons a week. With the supplies 
on hand, 9,000,000 tons a week being produced by December 15, 
it is estimated, would keep the country going at almost normal 
gait, provided, of course, the transportation machine did not 
have a monkey wrench thrown into it. The shop crafts tried 
the wrench throwing operation in 1923. ‘Thousands of men 
who lost their jobs then are still so far away from satisfactory 
jobs, that, in a place like Crestline, O., for instance, “scab” 
is still a much-used word. The content of cinders in the peaches 
and cream the strikers expected to have is much too large for 


‘their liking; hence, the continued use of that one word argu- 
ment.—A. E. H. 


BARGE LINE ORDER ENJOINED 


The federal court for the northern district of New York has 
enjoined the enforcement of the Commission’s order in No. 
14777, State of New York et al. vs. New York Central, 95 I. C. C. 
119, dated December 9, 1924, requiring the defendant to oper- 
ate, at Buffalo, tracks connecting its main line with the Erie 
Basin Barge Canal terminal. Notice to that effect was given the 
Commission by the clerk of the court at Utica, N. Y. He said 
there had been filed with him an opinion by Judges Hough and 
Knox in support of the injunction and one of dissent by Judge 
Cooper. He did not, however, enclose a copy of the opinion and 
the dissent. The court case was equity No. 640, New York 
Central vs. United States of America and Interstate Commerce 
Commission, intervening respondent. 

Broadly speaking, the application for an injunction was 
based on the ground that if paragraph 13 of section 6 of the in- 
terstate commerce act were construed to authorize the order 
issued by the Commission, then the property of the New York 
Central was being taken without due process of law in violation 
of the fifth amendment to the Constitution. That paragraph is 
the one that may be invoked for the establishment of through 
routes composed of carriers by water and by railroad, provision 
being made, when necessary, for the construction of connections 
between water line and rail property, and the extension of the 
line or lines of railroads, if necessary, under the appropriate 
parts of the first section. 

In its application, the New York Central asserted there was 
no finding that property was or might be transported over the 
route that seemed to be in contemplation or that if the report 
were construed as a finding that property was or might be trans- 
ported, then such finding was not supported by competent evi- 
dence; also that the order was null and void because there was 
no common carrier by water before the Commission, and that 
the paragraph and section operated only when there were car- 
riers before the Commission that could transport property. 

Another allegation was that the order did not create a 
through route, since it did not require any carrier by water to 
participate in the interchange of freight at the Erie Basin Barge 
Canal terminal or to accept, for through transportation, freight 
which might be delivered by the New York Central. The latter 
further asserted that the order was not one prescribing terms 
and conditions under which the connecting tracks or the tracks 
leading from the line of the New York Central to the docks 
should be operated; that it was merely an order to perform 
operation, without, in any manner, prescribing the terms and 
conditions thereof. In effect, the New York Central said, it 
was an order requiring it to extend its line and to operate over 
tracks beyond its present line of railroad: The trunk line con- 
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tended that if paragraph 13 of section 6 were construed to 
authorize such an order of extension it would be null and voig 
in that it exceeded regulation and amounted to a taking of its 
property without due process of law in violation of the fifth 
amendment to the Constitution. 

Further developing its case, the New York Central cop. 
tended that the order was also void because it required, not only 
operation of the connection, but also the providing of transporta. 
tion service between the terminal and other railroads, whereas 
such other railroads were not parties to the proceeding nor was 
there any evidence on the point. Another contention was that 
the order was void because it covered intrastate service and 
commanded the furnishing of cars to shippers not on the line 
of the petitioning road. 

Answering the contentions of the railroad company, P, J. 
Farrell, chief counsel of the Commission, said it was not neces. 
sary for the Commission to rely upon paragraph 13 of section § 
and that the fact that compensation was not prescribed did not 
make the order invalid, the assumption being that the defendant 
would establish rates that would provide for compensation and 
that that phase of the subject could be taken care of after the 
New York Central had established rates which would be subject 
to scrutiny under other sections of the law. Mr. Farrell also 
called attention to the fact that at the first hearing two common 
carriers by water, by intervention, made themselves parties to 
the case and suggested that even if there were a defect of parties 
when the case was started the intervention gave the New York 
Central such notice that it was enabled to take care of itself, 
He also called attention to the provisions of the law giving the 
Commission authority to order the extension of lines, either upon 
application of the interested carrier or upon its own motion, 
under the condition that such extension would not impair the 
ability of the carrier concerned to render service on the existing 
parts of its lines. He also directed attention to language in 
the report of the Commission to show, as he contended, that the 
Commission had made a finding that extension of the New York 
Central’s line would be in the public interest. 


ABANDONMENT OF SOUTHERN LINE 


Passing on an application of the Southern Railway Company 
for authority to abandon its line of railroad extending from 
Morristown to Corryton, Tenn., a distance of approximately 39 
miles, C. V. Burnside, assistant director of the bureau of 
finance, has recommended that a certificate be issued condition- 
ally authorizing abandonment. 

Various protests against granting of the application were 
filed. A hearing was held on the application by the Railroad 
and Public Utilities Commission of Tennessee. Mr. Burnside 
said two members of the state commission had declined to make 
a recommendation and that the third had recommended denial. 

The line in question, according to the report, was built in 
1891 and 1892 by the Morristown & Cumberland Gap Railroad 
Company. The property went into receivers’ hands shortly 
after it was completed, where it remained until 1898, when it 
was sold under foreclosure proceedings and acquired by the 
Knoxville & Bristol Railway Company. The Southern acquired 
the property in 1903. The report said it was claimed that the 
line had never earned sufficient revenue to pay operating ex- 
penses. For some years past, the report said, the service on 
the line had been restricted to one mixed train each day in 
each direction. Loss of passenger traffic was ascribed to the 
competition of motor busses and the increased use of automo- 
biles. A good highway, the report said, paralleled the line for 
about 25 miles between Corryton and Tate station, and a good 
highway extended from Morristown to Tate. The line met com- 


petition from motor busses handling package freight, the report 
said. 


Witnesses for the city of Morristown opposed abandonment 
principally on the ground that it would deprive a new water and 
power plant, now under construction at Holston River, of neces 
sary railroad service, according to the report. These witnesses 
were of opinion that the continued use of the present track be 
tween Morristown and the new plant for switching purposes 
would meet the needs of operation of the plant, and the appli- 
cant expressed willingness to have incorporated in a certificate 
of abandonment a provision or condition that the track of the 
line between Morristown and the new plant should be retained 
in use as a spur track. The report recommended such a con: 
dition being imposed by the Commission and also recommended 
that operation of the line as a whole be continued for a period 
of six months from the date of the certificate to take care of 
forest products awaiting shipment. 


OPERATING AVERAGES 
A comparative statement of operating averages of class 
1 steam railways for 1924, 1923, 1922 and 1921 has been issued 
by the Bureau of Statistics of the Commission. The statement, 
designated as No. 25200, contains 115 pages. It deals with 
operating statistics of the roads individually. 
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Decisions of Interstate Commerce Commission 


SERVICE WOULD BE WASTEFUL 


The Commission, by division No. 3, in I. and S. No. 2420, 
Transit at Kansas City on Grain and Grain Products, opinion No. 
10622, 101 I. C. C. 696-702, has condemned the proposed waiver, 
by the Santa Fe, of out-of-line charges, at Kansas City, on grain 
and grain products, originating at points in Kansas and Colorado, 
and destined to interior paints in Texas and Louisiana, or Texas 
gulf ports for export, because it would result in wasteful trans- 
portation. That conclusion was reached with an appreciation of the 
fact that the Missouri Pacific and possibly other lines were doing 
what had been condemned when the Santa Fe was trying to do it. 

Competition between Wichita and Kansas City caused the 
protest. The protest that caused suspension was made by the 
Southern Kansas Grain and Grain Products Association. The 
Commission said that it was the position of the protesting inter- 
est that Kansas City buyers, if the waiver were allowed, would be 
enabled to add to the bid price for the grain the difference be- 
tween the proportional rate from Kansas City and the transit 
balances and that Wichita buyers would have to meet that 
increased price or go out of the business of taking grain from 
the territory that would be affected by the waiver of out-of-line 
penalties. The report said a witness for the Kansas City inter- 
ests refuted that assumption by saying that the price of Kansas 
City grain at the gulf was not controlled by the proportional rate 
from Kansas City, but by the average of the transit balances 
which were available on grain from other lines. 


The Commission said the situation was clearly illustrated by 
referring to shipments of grain originating at Great Bend, Kans., 
acommon point on the Santa Fe and the Missouri Pacific, trans- 
ited at Kansas City, and reshipped to Galveston, for export. The 
local rate over each line, to Kansas City, is 19.5 cents. Upon 
reshipment to the gulf via the Missouri Pacific the tonnage from 
the Missouri Pacific would be charged the balance of the through 
rate, or 25.5 cents. The tonnage from the Santa Fe would be 
subject to a proportional of 30.5 cents. Continuing the report, on 
that point said: 


_It is obvious that if the original buyer at Kansas City has ir 
mind a subsequent movement to the Gulf for export, he will select 
the Missouri Pacific as his inbound carrier. Conversely, the respond- 
ent would stand to lose the outbound haul on grain originating at 
common points and stored at Kansas City, because it could not hope 
to draw this traffic on basis of its outbound proportional rates as 
against the transit balances of its competitors. In other words, in- 
bound tonnage from respondent’s line would be likely to move only 
in the direction to which transit balances would apply, whereas in- 
bound tonnage of its competitors would afford a choice of movement 
farther east or to the Gulf. It is admitted that the ultimate destina- 
tion of the grain is not generally known when the original movement 
to Kansas City takes place. The corresponding difference in through 
charges as between the Missouri Pacific and respondent on grain from 
the same point of origin ultimately consigned to Fort Worth, Tex., 
would be 13.5 cents. 


Respondent earnestly contends that it should be permitted to meet 
the competition of other lines entering this territory of grain pro- 
duction; that if wasteful transportation grows out of the proposed 
arrangement, it is merely proposing something that other lines, 
notably the Missouri Pacific, now have in effect; that the properiety 
of the general practice of waiving out-of-line charges is not an issue 
in this proceeding, the single question being whether it should be 
permitted to protect itself against competition; that the practice of 
binge | out-of-line charges is the subject of a separate formal com- 
Plaint filed by one of the protestants here against the Missouri Pacific 
= the Rock Island in No. 17159, Southern Kansas Grain & Grain 

roducts Asso. vs. C. R. I. & P. Ry. Co.; and that it should be per- 
mitted to establish the proposed arrangement, at least temporarily, 
vending disposition of the formal complaint. It lays considerable 
pro Agr the fact that protestants allowed the Missouri Pacific to 
me lish its waiver provision without protest. Protestants concede 
at they were somewhat dilatory in that respect, but rightfully 


contend that the lawf 
that ground. awfulness of the proposed rules does not turn upon 


Arguments and contentions about price, the report said 
wtheugh helpful in showing the positions of the parties, were by 
mda controlling. It said the suspended charges would not 
ye im any increased transportation charges. ‘Therefore, it 
me their lawfulness depended wholly upon whether their oper- 
—s would result in undue prejudice to Wichita and other inter- 
a ae points and in undue preference of Kansas City, or 
hers oa the out-of-line hauls proposed should be regarded as 
a ituting wasteful transportation. Although the out-of-line 
can would average 375 miles the Commission said the record 
biped not support a conclusion that the earnings, 6.9 to 8.3 mills 
prod e route through Kansas City, as a whole, would not be 
the pensatory. That fact, of itself, it said, did not establish that 
Substantial out-of-line hauls proposed would not constitute 
wasteful transportation. 
“ a Commission did not make a direct ruling on the question 
‘iter o prejudice and preference. It pointed out that if this 
bee were allowed there would be difficulty in seeing where the 
D 9 of the waiver could be stopped. 
n disposing of the case the Commission reviewed its decision 





in Grain to the Pacific Coast, 98 I. C. C. 158, in which the Burling- 

ton proposed to comply with the decision in Routing on Trans- 
continental Grain and Grain Products, 73 I. C. C. 116, by restrict- 
ing the routing in connection with grain received from its con- 
nections, from western Nebraska, routed to Pacific coast destina- 
tions via Omaha or Sioux City. In the report, 98 I. C. C. 158, it 
held the cancellation not justified, but said that that decision did 
not mean that the Burlington or other carriers similarily situated 
had to continue transporting grain from group G to Missouri 
River cities and thence to California at the rate applicable on 
direct movements, the eastward, or out-of-line movement amount- 
ing to 300 miles. It said it did not, in that case, countenance the 
300 extra mile haul referred to in the decision in 73 I. C. C. 116. 
In conclusion the Commission said: 


The same principle should apply here. There is no reason why 
grain should not be permitted to move through Kansas City to interior 
points in Texas and Louisiana or to Texas Gulf ports. But if it does 
so move, there is also no reason why the same rate should apply as 
for a direct movement. It is appreciated that the Missouri Pacific 
and possibly some of the other lines serving Kansas wheat fields are 
now doing what we are here condemning for the respondent. 

Respondent’s request that we should allow it to meet this com- 
petition until such time as the formal complaint attacking similar 
practices by other lines shall have been decided, can not be granted. 
‘We are convinced upon this record that there is no justification for 
performing such an excessive amount of extra transportation with- 
out additional charge, and being so convinced we are not prepared to 
allow the arrangement to become effective even temporarily. 





FORMER FINDING REVERSED 


On further hearing on No. 13283, General Gas Light Co. vs. 
Alabama Great Southern et al., mimeographed, the Commission 
has reversed the finding in the original report, 83 I. C. C. 361. 
That original finding was that the fourth class rating, minimum 
16,000 pounds, applicable on carloads of radiantfire heaters would 
be unreasonable to the extent it exceeded fifth class, 24,000 
pounds minimum. The carriers asked for and obtained a fur- 
ther hearing. The complaint was amended to include a prayer 
for reparation. 

Among the things stated in the report on further hearing 
was that there were 190 types of heaters similar to the one 
embraced in this complaint. Forty-one, it was said, were lined 
with fire brick. All, the report said, were rated fourth class 
and 108, including seven with fire brick lining, were rated first 
class in less than carloads. The other 82, including the kind 
under consideration, are rated third class in less than carloads. 

Defendants suggested that different ratings or minima might 
be accorded gas heaters with fire brick linings and those with- 
out, and also suggested what the ratings and minima might be. 
The Commission said that that was a matter beyond the issues 
in this case, which related only to the sort of heaters mentioned. 
In so far as rates for the future are involved in the prior order, it 
is reversed and vacated, but in so far as it pertains to over- 
charges, it remains unchanged. 


IRON AND STEEL RATES 


The Commission, in I. and S. 2408, iron and steel articles 
from southern points to destinations in Mississippi and Tennes- 
see, mimeographed, has conditionally condemned the effort of 
the railroads serving Birmingham and other southern points to 
meet the rail and water competition on the kind of traffic men- 
tioned, to Memphis. It has found not justified a proposed rate 
of 25 cents from Birmingham to Memphis, and proportionately 
higher rates from other southern producing points to the same 
destination. The condemnation, however, is without prejudice 
to the filing of new ones in conformity with the standard laid 
down in the report. The 25 cent rate was found not unreason- 
able but unduly prejudicial, while the proposing carriers main- 
tained a rate in excess of 31.5 cents from St. Louis and Louis- 
ville to Memphis. 


COMMISSION ORDERS 


The Manitowoc-Two Rivers Traffic League has been per- 
mitted to intervene in No. 16826, Ann Arbor R. R. Co. et al. vs. 
B. & O. R. R. et al. 

The Berry Brick Works has been authorized to intervene 
in No. 17093, Augusta Face Brick Company et al. vs. A. C. L. 
R. R. et al. 

Swift & Company has been authorized to intervene in No. 
17095, William F. Allen & Company et al. vs. A. C. L. R. R. et al. 

The Barrett Company has been permitted to intervene in 
No. 17140 (Sub-No. 1), Indian Refining Company, Inc., vs. A. C. 
& Y. Ry. et al. 

The Illinois Coal Traffic Bureau has been permitted to in- 
tervene in No. 17256, Chicago Coal Merchants’ Association vs. 
N. Y. C. R. R. et al. 
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The Sioux City Grain Exchange has been authorized to in- 
tervene in No. 17265, Commercial Club of Fargo, N. Y., et al. 
vs. Big Fork & International Falls Ry. et al. 

The Board of Trade of the City of Chicago, IIll., has been 
authorized to intervene in No. 17290, Indianapolis Board of 
Trade vs. C. l. & L. Ry., and in No. 17291, Indianapolis Board 
of Trade vs. B. & O. R. R. et al. 

The Commission has modified its order of July 17 in No. 
14312, Dawson Produce Company et al. vs. A. & V. Ry. et al., so 
so as to make it effective October 15 instead of on September 15. 

The Commission has dismissed the complaints in the follow- 
ing cases, upon the requests of the respective complainants: 
No. 15083 (and Sub-No. 1), Galveston Commercial Association 
et al. vs. Abilene & Southern Ry. et al.; No. 16398, Illinois Coal 
Traffic Bureau vs. Santa Fe et al.; and No. 17185, White Eagle 
Oil and Refining Company vs. Santa Fe et al. 

On receipt of advice that the complaint has been satisfied, 
the Commission has dismissed its proceeding in No. 14752, South 
Carolina Cotton Seed Crushers’ Association vs. Aberdeen & 
Rockfish R. R. et al. 

The Commission has modified its order of July 16 in No. 
15258, Traffic Bureau of Knoxville et al. vs. Can. Pac. Ry. et al., 
so as to make it effective on November 1 instead of on October 1. 

Fox and Godding and John A. Eck Company have each been 
authorized by the Commission to intervene in No. 16797, C. M. 
Brown vs. C. R. I. & P. Ry. et al. 

The Commission has extended the effective date of the order 
of June 2, 1925, in No. 14404, Atlas Metal Works et al. vs. A. C. 
& Y. Ry. et al., from October 15 to November 15, 1925. 

The petition of the defendants for modification of order of 
July 14, 1925, in No. 14743, Watertown Chamber of Commerce 
vs. C. & N. W. Ry. et al., is denied. 

The petitions of B. J. Drummond, transportation commis- 
sioner, Chamber of Commerce, Mason City, Ia. and L. M. 
O’Leary, traffic manager, Chamber of Commerce, Fort Dodge, 
Ia., for a change in the date of hearing, September 17, at Chicago, 
Ill., before Examiner Sharp, on Fourth Section Applications Nos. 
12677 and 12712, filed by Agent Boyd, and 12682, filed by Agent 
Jones for relief from the long-and-short-haul provision of sec- 
tion four of the interstate commerce act, with respect to class 
and commodity rates betweeen points in western territory, are 
denied. 

The St. Joseph Grain Exchange has been permitted to inter- 
vene in No. 17279, Des Moines Board of Trade et al. vs. Fort 
Dodge, Des Moines & Southern R. R. Co. et al. 

The Washing Cooperative Egg and Poultry Association, Pa- 
cific Cooperative Poultry Producers, The Golden State Milk 
Products Company, Frank Garzoli, doing business under the 
firm name and style of Isleton Produce Company; John Stewart 
and Harry Murray, doing business under the partnership name 
and style of Petalum Egg & Poultry Company; William N. Pat- 
terson, R. A. Puffer and R. A. Puffer, Jr., doing business under 
the partnership name and style of R. A. Puffer & Company, Poul- 
try Producers of San Diego; Nelson-Ricks Creamery Company 
and Public Service Commission, of Nevada, have been permitted 
to intervene in No. 17143, Pacific States Butter, Egg, Cheese 
and Poultry Association vs. Southern Pacific Co. et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2502, the Commission has suspended from 
September 5 until January 3 schedules as published in supple- 
ment No. 4 to Missouri Pacific I. C. C. No. A-6328. The sus- 
pended schedules propose to increase the rates on grain prod- 
ucts, carloads, from Chicago, Joliet, Lockport and Peoria, IIL, 
to destinations in Arkansas on the Missouri Pacific Railroad 
and connections. The following will illustrate: 

Present. 
From Chicago, Ill., to Newport, Ark 27 


Proposed. 
321% 


In I. and S. No. 2503, the Commission has suspended from 
September 8 until January 6 certain schedules as published in 
supplement No. 5 to Countiss’ I. C. C. No. 1145. The suspended 


schedules propose to readjust rates and minimum weights on . 


lumber and related articles from California and adjacent states 
to points in Eastern Canada which will result in both increases 
and reductions. To illustrate: 


Redwood Cedar and Juniper Lumber, C. L., from San Francisco, Cal., 
to Montreal, Canada. 


Minimum Weight. Rate. 
DL. cpuuid means Gacetucexewarnenceeneted 30,000 lbs. 96 cents 
DE, §scbvasdnnd cavermecenvess.comeened *32,300 lbs. 103% cents 


Pine, Fir, Hemlock and Spruce Lumber, C. L., from San Francisco, 
Cal.; to Montreal, Canada. 


Minimum Weight. Rate. 
DE pivcecuy wsiae beeguevondes beens eewemes 30,000 Ibs. 96 cents 
Rr ee rr eT ee er *38,000 lbs. 90 cents 





*In cars 36 feet or less in length. 


In I and S No. 2504, the Commission has suspended from 
September 10, until January 8, schedules as published in sup- 
plements Nos. 39 and 40 to Chicago, Milwaukee & St. Paul I. C. 
C. B-4907 and Galligan’s I. C. C. No. 56. The suspended sched- 
ules propose to cancel the absorption of connecting line switch- 
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ing charges at Chicago, Ill, on ice, carloads, from points jp 
Illinois and Wisconsin, and to apply combination rates in liey 
thereof. The following is illustrative: 


From To Proposed 
Crystal Lake, Ill. Chicago, Ill. *7 
Kansasville, Wis. Chicago, Ill. x5 *7 

x Includes delivery to all industries in Chicago. 


*Combination rate to Union Stock Yards, Ill. C. J. Ry, 
delivery. 


Present 
x 5 


In I. and S. No. 2505, the Commission has suspended from 
September 10 until January 8 schedules as published in supple. 
ment No. 45 to Dearborn’s I. C. C. No. 1. The suspended sched. 
ules propose to amend the rules, under which the carriers now 
furnish iced refrigerator cars for less-than-carload shipments of 
perishable freight moving between points governed by the Illi- 
nois Classification, to provide that the carrier will not furnish 
iced refrigerator cars for less carload fruits and vegetables be. 
tween points governed by Illinois Classification. 

In I. and S. No. 2506, the Commission has suspended from 
September 10 until January 8 schedules as published in sup. 
plements Nos. 28 and 32 to Leland’s I. C. C. No. 1663; supple. 
ments Nos. 12 and 13 to Leland’s I. C. C. No. 1718, and other 
schedules issued by Agent Leland and individual carriers. The 
suspended schedules propose to reduce the rates on wheat bran, 
carloads, from points in Southwestern and Western Trunk Line 
territories to destinations in Texas, Louisiana and New Mexico, 
to the corn basis, same as is applicable on wheat shorts, mid- 
dlings and coarse grains, but restricts this basis to apply only 
on shipments not granted transit privileges en route, while con- 
tinuing the existing wheat basis on transited shipments. The 
following statement of rates is illustrative: 


From Dodge City, Kans., to Fort Worth, Tex., present, transit 
or non-transit, 45; proposed, transit, 46; proposed, non-transit, 40.5, 
From Herrington, Kan., to Alexandria, La., present, transit or non- 
transit, 49; proposed, transit, 49; proposed, non-transit, 44. 


COMMISSION ORDERS RATE 


The Commission, in No. 10804, Barnett Oil & Gas Co. vs. 
Louisville & Nashville et al., has issued an order requiring the 
crariers to establish, not later than October 20, a rate on crude 
petroleum, from Irvine and Bettyville, Ky., to Blue Island, II. 
(Chicago), not exceeding 29.5 cents, on not less than five days 
notice. The order was issued because the carriers had declined 
to obey the direction to establish such a rate, in accordance with 
the report in the case dated October 14, 1924. 

The question of the proper rate on crude oil from the Ken- 
tucky fields to Chicago has been hanging fire for several years, 
as may be inferred from the low docket number of this case. 
The complainant lost in the first trial of the matter, but, upon 
further proceedings, the Commission came to the conclusion that 
a reasonable rate would not exceed 29.5 cents. At the trial of 
the case the comparisons, frequently, were with lower rates from 
the mid-continent field. No case of undue prejudice or preference 
could be made because the same carriers did not serve both 
fields. In addition the Chicago interests had to contend with the 
fact that the volume of movement from the mid-continent field to 


Chicago was many times as great as the movement from Ken- 
tucky. 


LEASE NOT APPROVED 


Examiner R. M. Brown, in finance docket No. 4785, proposed 
operation of a line by the Astoria, North Shore & Willapa Har- 
bor Railroad, has recommended a finding that the public con- 
venience and necessity do not require the operation of a line 
by the applicant in Pacific county, Washington. 

The line proposed to be operated consists of two losing 
branches of the Oregon-Washington Railroad & Navigation Com- 
pany, extending from Megler to Nahcotta, a distance of 27 miles; 
and from Ilwaco Junction to Ilwaco Dock, a distance of 1.1 miles. 
The Department of Public Works of the state of Washington, 
at the Commission’s request, held a hearing on the application. 
It recommended denial of the application on the ground that 
the evidence in the record indicated that the applicant’s finances 
were totally inadequate for the undertaking. As set forth m 
the report, the assets consist of the amount of money obtained 
from the sale of 477 shares of preferred stock and an equal 
number of shares of common stock at $10 per unit, out of an 
authorized issue of $100,000 composed of $50,000 6 per cent pre- 
ferred stock and the remainder common, the face of the preferred 
being $10 and the common $1. The examiner said the issue ol 
the stock was without the Commission’s permission. 

The proposal was to abandon the use of steam engines and 
put in gasoline motors. 

The examiner said those charged with the responsibility of 
running the railroad were inexperienced in such work. He said 
it had not been shown that the applicant could acquire sufficient 
assets during the continuation of the lease, five years renewable 
for five more, which would, in the event of liquidation of the 
corporation, permit the return to its stockholders of the funds 
supplied by them. He said the Commission should not give its 
sanction to the proposed undertaking. 
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September 12, 1925 


REFRIGERATION CASE DISMISSED 


Attorney-Examiner John McChord has recommended the dis- 
missal of No. 16601, Samuel Rinelli vs. New York Central, on a 
finding that the refrigeration charges on a carload of plums, 
from Sanborn, N. Y., to Lockport, N. Y., which was reconsigned 
to Philadelphia are not unreasonable. The shipment was made in 
September, 1924. 

The car was shipped to the first destination without any 
icing other than the initial icing under rule 240(a) of the protec- 
tive service code. When the car was reconsigned, full standard 
refrigeration was required by the shipper. The charge for stand- 
ard refrigeration was $55 from either Sanborn, the origin sta- 
tion, or from Lockport, the reconsignment point of origin. The 
shipper paid the stated charges under rule 204(a) and the stand- 
ard charge of $55 from Lockport to Philadelphia. The complain- 
ant contended that the charge from Sanborn to Lockport was 
illegal; that the only proper charges were $55 for standard 
refrigeration and $2.70 for diversion and asked for reparation 
amounting to $27.80. 

In support of that proposition, the examiner said, the com- 
plainant contended that he could have required full standard 
refrigeration on the car from Sanborn to Philadelphia at a cost 
of $55 for the refrigeration. But that was not done, said the 
examiner. He said the complainant contracted for refrigeration 
under rule 240(a) to Lockport; that that service was furnished 
and the contract fulfilled; upon reconsignment to Philadelphia 
another and distinct contract for service was made, namely, for 
standard refrigeration which was furnished and the additional 
charges therefor provided under the tariff were collected. 

“The tariff rules do not provide, upon reconsignment, for a 
cancellation of the refrigeration charges that accrued on the car 
under rule 240(a) from Sanborn to Lockport and making applic- 
able the charges for standard refrigeration from the point of 
origin to ultimate destination,” said the examiner. He added that 
the meager evidence introduced by the complainant was not suf- 
ficient upon which to base a finding that the charges assailed 
were unreasonable. 


LIVE STOCK CASES OF 1925 


On a proposed finding that rates in the aggregate on live 
stock between points in the West are below the cost of service 
and are not unreasonable, Attorney-Examiner William A. 
Disque, in a report in No. 15686, American National Live Stock 
Association et al. vs. Santa Fe et al., and cases grouped there- 
with, has recommended dismissal of the complaints. Mr. Disque 
designates the cases as “Live Stock Cases of 1925.” The re- 
port also embraces No. 15468, Cleveland Provision Company et 
al. vs. Santa Fe et al.; No. 15565, Live Stock Traffic Association 
vs. Abilene & Southern et al.; No. 16113, Oklahoma City Live 
Stock Exchange et al. vs. Santa Fe et al., and No. 16131, Healy 
& Company vs. Santa Fe et al. 

These are the cases involving western live stock rates in 
Which both complainants and defendants invoked the Hoch- 
Smith rate revision resolution in support of their contentions, 
the complainants seeking a substantial reduction in rates there- 
under and the defendants seeking an increase of 20 per cent 
in the rates. Mr. Disque summarized his findings as follows: 


1. Rates in the aggregate for the interstate transportation of 
live stock, in carloads, between points in the territory served by the 
western and mountain-Pacific groups of carriers, including Illinois 
and Wisconsin, found to be below the cost of the service and not 
unreasonable. Complaint dismissed. 

_* Rates on cattle, hogs, sheep and goats, in carloads, from 
Points in Oklahoma and Texas to Oklahoma City, Okla., found not 
unreasonable or unduly prejudicial. Complaint dismissed. 

“e's Rates on stock cattle, in carloads, from points in Oklahoma 

poe a to Missouri River cities and points in Missouri, Iowa, 
ebraska found not unreasonable. Complaint dismissed. 

i. A Rates on cattle, in carloads, from points in Texas to points 
ansas found not unreasonable, unjustly discriminatory, unduly 


Prejudicial or violative of section 4 of the act. Complaint dismissed. 
iia ates on ordinary live stock, in carloads, from points in 
a, Missouri, Kansas, Nebraska, Wisconsin, Minnesota, South 


pcan on and part of Illinois to Cleveland, Ohio, found not unrea- 
ve or unduly prejudicial. Complaint dismissed. 


Mr. Disque explained that the cases embraced the inter- 
State carload rates on live stock, principally in the West, and 
that Several of them were heard together on a common record. 
Approximately half of the report was devoted to No. 15686, in 
Which all rates on live stock in the territory served by the west- 
pn and mountain Pacific groups of carriers, including Illinois 
“0 Wisconsin, were alleged to be unreasonable to the extent 
me they exceed the pre-war rates; that is, generally speaking, 
on rates in effect for about 20 years prior to June 25, 1918, 

en the Director General’s Order No. 28 became effective. 
T. Disque said the case was grounded primarily on economic 
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considerations, complainant’s contention having been, in effect, 
that due to the depressed condition of the live stock industry 
the rates were higher than the traffic could reasonably bear. 

In practically all respects, Mr. Disque said, the case was 
similar to National Live Stock Shippers’ League vs. A. T. & S. 
F. Ry. Co., 63 I. C. C. 107, and 69 I. C. C. 407, heard and decided 
in 1921, and referred to as the original case. The relief there 
sought was an elimination of the general increases of 1920. 
Mr. Disque referred to the reductions in rates made as the re- 
sult df the Commission’s decision, as the result of the voluntary 
reduction by the carriers.in January, 1922, and as the result of 
the Commission’s decision in Reduced Rates, 1922. 

Mr. Disque then summarized the contentions of complainant 
and of defendants, which have heretofore been set forth in 
reports in The Traffic World of the briefs filed in the case. In 
this part of the report Mr. Disque remarked that the present 
live stock rates in the West represented perhaps a net average 
increase of about 40 or 45 per cent above what they were 30 
years ago. 


Reference to the Hoch-Smith resolution was made by Mr. 
Disque in the part of the report which was as follows: 


Defendants contend that their present rates on live stock are 
even below the cost of the service and are casting a burden on 
other traffic. In this connection they offer the results of a special 
study which was based on data furnished by the 27 western car- 
riers above referred to. From the total expenses of freight opera- 
tion for these carriers in 1923, determined according to the commis- 
sion’s formula, were deducted the platform and clerical expenses 
chargeable to less-than-carload traffic, leaving an amount represent- 
ing only the hauling expenses of less-than-carload traffic and the 
total expenses of carload traffic. With this as a basis it was de- 
termined that the average expense per loaded car-mile, excluding 
the less-than-carload terminal costs, was 21.3 cents, or substan- 
tially equal to the average car-mile revenue for these carriers on 
live stock, which as about stated, was 21.57 cents per car-mile. The 
average revenue per loaded car-mile for all traffic was 29 cents. 

The above study assumes that the expenses incident to this 
traffic are the same as on all carload traffic. However, as has al- 
ready been made clear, the live stock traffic, due to its inherent 
nature, and the special facilities, expedited movement and empty 
car mileage necessary, entails much more expense than carload 
traffic in general. Defendants contend that the expense is greater by 
at least 20 per cent. On this basis, which appears reasonable, the 
car-mile expenses on live stock, instead of being 21.3 cents as on. 
other carload traffic, are 25.56 cents, or about 4 cents per car-mile 
in excess of the car-mile revenue derived, to say nothing of interest 
on investigation. Under the Hoch-Smith resolution agricultural prod- 
ucts, including live stock, are entitled to rates just as little above 
the cost of the service as is compatible with the maintenance of 
adequate transportation, and rates on other traffic may‘ have to 
bear the balance of the burden necessary to a proper return on the 
values of the carriers’ properties, but if the rates are non-com- 
pensatory, any governmental action requiring their reduction or even 
their continuance would amount to confiscation, be violative of the 
Federal constitution, and, therefore, null and void. 

Defendants urge that they are in no financial condition to stand 
any drains on their revenue resources. They have not for years 
past earned what Congress, the courts, and this commission have 
declared to be reasonable returns on their book values or their 
values as estimated by this commission. It is an interesting, if 
not a significant, fact that most of the principal carriers of live 
stock are in particularly poor financial condition. 

According to defendants’ estimate the reductions sought, averag- 
ing about 33% per cent, would mean a loss to them of something like 
$25,000,000 per annum. This loss would fall with particular weight 
on the carriers in the central west, that is, those serving that 
portion of the country embraced by the state of Illinois, Wisconsin, 
Towa, Missouri, Nebraska, Kansas, eastern Colorado and adjacent 
territory. Among these carriers are numbered the Chicago & 
North Western, Chicago, St. Paul, Minneapolis & Omaha, Chicago 
Great Western, Chicago, Milwaukee & St. Paul, Chicago, Rock Island 
& Pacific, Chicago & Alton, Chicago, Burlington & Quincy, Omaha 
& Kansas City, Minneapolis & St. Louis and Union Pacific. Most of 
these carriers obtain from about 6 to 10 per cent of their revenue 
from live stock, and the reductions sought would be very serious. 
For some they would be almost disastrous, being sufficient_to impair 
materially their ability to pay their fixed charges. Several of 
them are now in receivers’ hands and several others have recently 
passed through receiverships. The reductions sought, if applied to 
the 1923 traffic of the Chicago & North Western, would have re- 
sulted in a loss to that carrier of $3,346,421, equivalent to 21.2 per 
cent of the total net operating income. For many years prior to 
1921 the Chicago & North Western paid 7 per cent on its common 
stock. The distribution was reduced to 5 per cent in 1921 and to 
4 per cent in 1922, which has been since maintained. The reduc- 
tion in rates sought would have prevented the payment of any 
of the 4 per cent dividend in 1922 or perhaps, in any other year 
since 1922, rendering this carrier’s bonds illegal investments for sav- 
ings banks, trust companies and insurance companies in many states 
where they are now held by such institutions. The reductions con- 
tended for, coupled with the rate reductions required in other cases 
and with certain wage increases made in 1925, would, if effective dur- 
ing 1925, have put the Chicago & North Western on the verge of 
a receivership. 

In view of their evidence to the effect that the present rates 
are non-compensatory, defendants ask that they be authorized and 
directed to make an increase of at least 20 per cent in their live 
stock rates, contending that they are entitled to it as a matter 
of right under the constitution and that it is necessary to satisfy 
the requirements of those provisions of the interstate commerce act 
and the Hoch-Smith resolution which contemplate the removal of 
all unlawful preferences and discriminations. To prove with mathe- 
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matical exactness the extent to which the rates under considera- 
tion may be non-compensatory is impossible, but the record estab- 
lishes to a reasonably satisfactory degree that in the aggregate they 
are below the cost of the service to the extent claimed. Whether 
the present rates are non-compensatory everywhere in the west 
or only in certain sections does not appear. Instead of the hori- 
zontal increase proposed by defendants, it may be more appropriate 
that such increases as may be made be placed where they are 
particularly needed to bring the rates to a proper and more uniform 
level. The rates in the central west, for instance, where the live 
stock movement is heaviest and where the principal carriers that 
are in poor financial condition have their principal lines, are con- 
siderably lower than in the southwest. This matter may also be 
considered in Ex Parte No. 87, Revenues in Western District and 
Docket No. 17000, Rate Structure Investigation, now pending. 

The record establishes that the rates assailed as a whole are 
not unreasonable. A special contention urged by Sioux City and 
Kansas City live stock interests is dealt with below. 


Long Versus Short-Haul Rates. 


Sioux City and Kansas City live stock interests, interVeners 
in No. 15686, though not specifically urging a return to the pre- 
war rates, seek substantially a restoration of the pre-war rate rela- 
tionships as between markets which draw their live stock mainly 
from nearby producing points and markets which receive their sup- 
Plies largely from distant points. They contend that the general in- 
creases and reductions of recent years have resulted in a distorted 
rate structure and have left the short-haul rates too high. The 
situation complained of is due partly to the fact that in applying 
the percentage increases under General Order No. 28, a maximum 
increase of 7 cents per 100 pounds was observed, and partly to 
the fact that subsequently rates in excess of 50 cents were generally 
reduced 20 per cent, while lower rates were reduced only 10 per 
cent. A few instances of the effect of these different reductions on the 
rates may be noted: Pre-war rates that were 30 cents are now 50 
per cent greater than they were; pre-war rates that were 44 cents 
are now 25 per cent greater than they were; and pre-war rates that 
were 85 cents are now only 16 per cent greater than they were. 
The table following shows some instances of the alleged unduly 
preferential treatment given St. Louis and Chicago, as compared 


with Kansas City, in the reduction of cattle rates below the post- 
war peak: 





From To (1) (2) (3) (4) 
Salina, Kans..... arr 70 56 ~~ 14 
Salina, Kans..... Se aaa 44.5 aaa 40 4.5 
Salina, Kans..... Mangas City ....... 24.5 arog 22 3.5 
Pueblo, Colo..... GEE o06.0.0cbcuces 56.5 50 ite 6.5 
Pueblo, Colo..... eee 63 50 am 13 
Pueblo, Colo..... Deen CH 6cccccs 54 ater 46.5 7.5 
PUrcen, Gels... <.-CRICKBO oc cccccccces 74.5 58.5 a6 16 
Purcell, Okla..... ee 58 50 ins 8 
Purcell, Okla..... menmens City ...0.0- 48.5 eevee 43.5 5 
ATONE, ORIG. <6 es cCHICARO occecccccces 73 58.5 sa 14.5 
PIG, GiB 5000 ct. LOUD occ ccc cicc.ce 61 50 ee 11 
Atoka, Okla......Kansas City ....... 48.5 rece 43.5 5 
Panhandle, Tex...Chicago ..........+- 77 61.5 7 15.5 
Panhandle, Tex...St. Louis .......... 63 50.5 oe 13.5 
Panhandle, Tex.. Kansas City ........ 52 meres 47 5 





(1) Rate at post-war peak. 
per cent reduction. 
duction. 


(2) Present rates, representing 20 
(3) Present rates, representing 10 per cent re- 
(4) Reduction in cents per 100 pounds. 


A similar but more pronounced situation is the subject of at- 
tack by Oklahoma City live stock interests in No. 16113, and this 
will now be explained. In Investigation of Alleged Unreasonable 
Rates on Meats, 22 I. C. C. 160, and 23 I. C. C. 656, the commission 
fixed a reasonable scale of live stock rates, commonly referred to 
as the 1716 scale, for application interstate on live stock from 
points in New Mexico, Texas and Oklahoma to Fort Worth, Okla- 
homa City and Wichita. Later in Shreveport-Texas Cattle, Lignite, 
Wood and Tan Bark, 48 I. C. C. 283, a similar scale was prescribed for 
application in Texas and between Shreveport and Texas points. 
Under General Order No. 28, the rates provided by these scales were 
increased 25 per cent subject to a maximum increase of 7 cents 
per 100 pounds. Subsequently, the Director General cancelled the 
rates based on the 1716 scale and published in lieu thereof, and 
practically throughout the southwest, rates based on the scale pre- 
scribed in the case last cited, except that for distances in excess of 
780 miles the scale was graded up instead of blanketed. The scale 
as so modified will be hereinafter referred to as the Shreveport scale. 
In the territory where the 1716 scale applied the revision, for dis- 
tances up to 380 miles, resulted in increases of from .5 to 1.5 cents, 
for distances over 380 miles and less than 410 miles it entailed no 
changes, while for distances over 410 miles, it resulted in reductions 
of from .5 to 4 cents. The revision was in furtherance of the Di- 
rector General’s efforts toward greater simplicity and uniformity 
in rate structures. The Shreveport scale was adopted in preference 
to the 1716 scale largely because it represented the latest action of 
the commission in respect of live stock rates in the southwest. 
After Federal control there came the general increases and re- 
ductions, which further increased the disparities in favor of the 
long-haul rates. In view of this situation the Oklahoma City live 
stock interests allege that the rates on cattle, hogs, sheep and 
goats from points in Texas and Oklahoma to Oklahoma City are un- 
reasonable and unduly prejudicial as compared with the rates from 
points in Texas to Wichita, Kans., and Kansas City, St. Joseph and 
St. Louis, Mo. Reparation is asked on shipments made during the 
three years immediately preceding the filing of the complaint. There 
were several interventions. A similar complaint involving the intra- 
state rates from Oklahoma points to Oklahoma City is now pending 
before the Oklahoma Commission, Cause No. 5751, and another, in- 
volving the intrastate rates from Texas points to Fort Worth, is 
pending before the Texas Commission, Docket No. 2297. These two 
cases were heard under the co-operative plant and jointly with No. 
15686, and with Nos. 16113 and 16131, hereinafter dealt with. 

Rates based on the Shreveport scale as modified by the subse- 
quent general increases and reductions have been prescribed from 
Fansas City and_related points to Oklahoma and Texas points, See 
Swift & Co. vs. Director General, 62 I. C. C. 166; Wilson & Co. vs. 
Director General, 62 I. C. C. 17; and Kansas City Live Stock Ex- 
change vs. A. & S. Ry. Co., 81 I. C. C. 482. The carriers, though 
not admitting the unlawful preference growing out of the long- 
haul rates, are willing to correct the situation complained of, if the 
ee finds it to be unlawful, by increasing the long-haul 
rates. 


It is contended by the Kansas City, Sioux City and Oklahoma 
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City interests that the reduced disparities between the short-hay 
and the long-haul rates have tended to divert the traffic away 
from markets near the producing points. It is claimed, for instance 
that Kansas City is now getting business from Texas that for. 
merly went to Oklahoma City; that St. Louis is now getting business 
from Oklahoma that formerly went to Kansas City; and that Chi. 
cago is getting business from Nebraska and South Dakota that 
formerly went to Sioux City; and that this business would be re. 
stored to the short-haul markets if the pre-war relationship of rates 
were re-established. There is reason to believe that the readjust. 
ment may have had to a greater or less extent the effect claimed, for 
the greater reductions accorded the distant markets, in many cases 
amounting to $10 or $15 per car, gave those markets a talking point 
that they used in the solicitation of business. A difference of sey. 
eral dollars per car is worth considering, particularly as to low 
grade stock such as moves largely to Oklahoma City. The Kansas 
City, Sioux City and Oklahoma City interests seem to fear that 
an unduly large proportion of live stock is going to Chicago and $t. 
Louis for slaughter and dtrimentally affecting the packing cen. 
ters farther west. An effort was made to show some specific in- 
stances in which the flow of the traffie was changed by the re- 
adjustment, but in view of other facts surrounding the sale of 
live stock, it is a difficult matter to prove satisfactorily the extent 
to which that effect was produced. In connection with this matter 
of diverted traffic, it is interesting to note that the Oklahoma 
City interests in No. 16113 are asking in No. 16131, hereinafter 
dealt with, that_the rates on stock cattle from Oklahoma and 
Texas points to Kansas City be reduced 25 per cent without seek- 
ing any such reduction in the rates to Oklahoma City. This would 
seem to leave their claims of undue prejudice in this case resting 
on a rather unstable foundation. 

Producers naturally prefer to send their stock to the large 
markets, where there are a greater number of buyers. Some of the 
smaller markets near the points of production have _ been losing 
business during the last few years and this is said to be due 
partly to the limited number of buyers. It is urged that reduced 
rates to these markets may so increase the movement as to bring 
more buyers, who would bid against each other, render better sery- 
ice, and otherwise make these markets more attractive. 

It is urged that the greater reductions on long haul than on 
short-haul rates tend to concentrate the business in large centers 
like Chicago, increasing the supply there and depressing the markets 
that control the prices of live stock throughout the west. We are 
asked to conclude that the greater reductions in the long haul than 
in the short-haul rates so reduced live stock prices that the re- 
ductions did the producers more harm than good. 

The Kansas City, Sioux City and Oklahoma City interests, though 
recognizing that ordinarily long-haul rates on traffic in general 
should be relatively lower than short-haul rates, say that this 
is not true to the same extent with respect to live stock rates, be- 
cause live stock moving short distances does not have to be stopped 
in transit for water, feed and rest, whereas for this purpose, so 
far as long-haul traffic is concerned, special facilities must be pro- 
vided, and additional services performed that are the practical equi- 
valent to those attending a new and separate shipment. They say 
further that the long-haul traffic moves principally to the large cities, 
requiring relatively more expedition and entailing greater delivery 
costs; also that the long hauls on live stock result in shorter hauls 
on the products, and that this means less efficiency in transporta- 
tion, as the movement of the products is a less expensive service. 

As already stated, the matter of greater reductions in long 
haul than in short-haul rates was specifically considered on re- 
argument in the original case, and decided contrary to the shippers’ 
contentions. The following language was used. 

“In our original report we pointed out at page 118 that the long- 
haul rates had always been relatively high and that the percentage 
basis of increase applied in 1920 resulted in greater rate increases 
per unit for the longer hauls than for the shorter hauls. It was 
with the thought that these long-haul rates might be unduly bur- 
densome in the marketing of live stock under the serious economic 
conditions then obtaining in the industry, that the reductions recom- 
mended would tend to restore better rate relationships between the 
producers, and that reductions in the higher rates might benefit 
the carriers as well as the industry, that we made our recommenda- 
tions with respect to these rates. We deem unfounded the conten- 
tion that all rates, irrespective of their measure, are equally bur- 
densome in the marketing of live stock. Doubtless the short-haul 
rates are, in many instances, a burden, but that burden is not as 
great supon the shipper who can reach market with a short haul as 


it is upon the shipper who must pay the higher long-haul rate to 
reach that or any other market.’’ 


The rates complained of are not in excess of reasonable maxima. 


In No. 16131, Mr. Disque continued, it was alleged that cer- 
tain rates on stock cattle from Oklahoma and Texas points to 
Missouri River markets as far north as Sioux City, and to in- 
terior points in Missouri, Iowa and Nebraska, were unreason- 
able to the extent that they exceeded 75 per cent of reasonable 
beef cattle rates. He said the present rates from and to the 
points in question were the same on stock cattle as on beef 
cattle. He said the 75 per cent basis sought was prescribed in 
cases heretofore cited involving live stock rates in the South- 
west, and that that basis had for years applied more or less 
generally in the territory served by the western group of car- 
riers; that it applied from Kansas City to Oklahoma and Texas 
points, and from Oklahoma and Texas points to points just 
outside the switching limits of Kansas City. He said it was not 
generally applied to large markets on the Missouri River, such 
as Kansas City and Omaha, the carriers apparently fearing that 
the reduced rates would be used on cattle going to slaughter. 
He said it did apply to Fort Worth, Oklahoma City, Wichita, 
Los Angeles and Denver, at all of which points there were pack- 
ing houses, but that the difficulties of policing the traffic were 
less onerous at these smaller markets. The rates from Okla- 
homa and Texas markets to Denver and Wichita and those ap- 
plicable generally in the Southwest were much lower than those 
to Kansas City for similar hauls, he said, adding that if the 75 
per cent basis were applied to Kansas City it would bring the 
rates into closer harmony. Mr. Disque said the live stock rates 
were so low that the Commission should get away from the 
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policy of requiring the establishment or maintenance of lower 
rates on stock cattle than on beef cattle. He said the rates 
complained of, including those that exceeded the aggregate of 
intermediates, were not in excess of reasonable maxima. 

In No. 15565, Fort Worth live stock interests alleged that 
the rates on cattle from points in Texas to Kansas points were 
unreasonable, unjustly discriminatory, unduly preferential and 
yiolative of section 4 of the act. Mr. Disque said complainant 
was interested mainly in the rates on stock cattle and sought 
rates thereon for the future on the basis of 75 per cent of 
reasonable beef cattle rates. He said the present rates were 
not shown to be unreasonable or otherwise unlawful. 

In No. 15468, live stock and packing house interests at 
Cleveland alleged that the rates on ordinary live stock from 
points in Iowa, Missouri, Kansas, Nebraska, Wisconsin, Min- 
nesota, South Dakota, and part of Illinois, to Cleveland, were 
and are unreasonable and unduly prejudicial. He said the rates 
assailed were not shown to be unreasonable or unduly 
prejudicial. 


ADVISES SOME SUGAR REVISION 


A seemingly small revision of rates on sugar, that will not, 
itis believed, do anything to precipitate the carriers into another 
rate war on the subject, has been recommended by Examiner 
F. M. Weaver in a report on No. 16341, Nebraska State Railway 
Commission vs. Alexandria & Western et al., and the cases 
joined with it for hearing and disposition. The cases attached 
to the leading one for that purpose are sub.-No. 1, Superior 
Traffic Association et al. vs. Alabama Great Southern et al.; 
sub..No. 2, Chamber of Commerce, Grand Island, Neb., et al. vs. 
Alabama Great Southern et al., and No. 16517, Black Hills Whole- 
sale Grocery Company vs. Chicago & North Western et al. 

Examiner Weaver summarized his recommendations by say- 
ing the Commission should find the rates on sugar, carloads, 
from New Orleans to points in Nebraska west of the so-called 
Omaha-Lincoln-Fremont differential territory, except Crawford 
and Scotts Bluff not unreasonable or otherwise unlawful; that 
the rates to those points should be found unreasonable to the 
extent that may exceed $1.10 and $1.11 respectively. That group 
of findings covers one group of the complaints. 

Weaver said the Commission should find the rates from Cali- 
fornia to Rapid City, Deadwood and Lead, S. D., not unreason- 
able or otherwise unlawful. That covers another group. 

The third finding recommended is that rates from New Or- 
leans and from Utah-Idaho territory are unreasonable to the 
extent they may exceed 95 cents from Utah-Idaho points of 
origin and $1.20 from New Orleans. 

In the leading case and the sub-numbers thereunder the in- 
terior points allege unreasonableness and undue prejudice and 
undue preference of points on or near the Missouri river, the 
rates to which are kept low, relatively speaking, by the intense 
carrier competition at Chicago. In No. 16517 the complainants 
allege unreasonableness, undue prejudice and undue preference, 
the latter in favor of points in Nebraska, Iowa, Colorado and 
Wyoming. as 

Interventions were filed in behalf of the reductions requested, 
but the New Orleans Joint Traffic Bureau, the examiner said, in- 
tervened in opposition to any increases from that city to Mis- 
souri river points. The Omaha Chamber of Commerce Traffic 
Bureau, he said, intervened in opposition to the complaints. 

As a foundation for calling attention to a controlling fact in 
the marketing of sugar, namely, that prices of sugar at nearly 
all points are made on the basis of New Orleans plus the freight 
rate. Mr. Weaver said the cane refiners were on the Atlantic 
and Pacific seaboard and at New Orleans; and that beet sugar 
was manufactured in California, Colorado, Utah, Wyoming, Idaho 
and Nebraska. 

Practically no sugar, he said, moved from New Orleans or 
Atlantic seaboard territory to the complaining points. About 85 
per cent of the consumption in the complaining territory, he said, 
was of beet sugar received from the western states enumerated. 
The cane sugar consumed, he said, came from the Pacific coast. 
Nevertheless, he said, by reason of the manner in which prices 
were fixed by the refiners, a reduction in freight rates from 
points other than New Orleans would not benefit consumers un- 
less attended by a reduction in the rates from New Orleans. 
Therefore, he said, the complainants were attacking rates which 
did not move their sugar in an effort to procure from the refiners 
a lower delivered price at the points from which they distributed, 
or tried to distribute, in competition with the points alleged to 
be preferred, which, roughly speaking, were Missouri river points. 

In these particular circumstances, said the examiner, lower 
rates from New Orleans would not reduce the revenues of the 
carriers. In No. 16517, he said, the attack was upon rates from 
California, Colorado, Utah, Nebraska, Idaho, and New Jersey 
also. He said there was some testimony to the effect that lower 
rates would result in a movement from New Orleans to the com- 
plaining territory but Weaver said it was difficult to understand 
how such a result would be brought about so long as the refiners 
continued their present methods of fixing prices. 

It was apparent from the foregoing, he said, that the rates 
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from New Orleans did not result in undue prejudice or discrimi- 
nation under the interstate commerce act. It remained, there- 
fore, he said, only to determine whether the rates from New 
Orleans were unreasonable and whether the rates from the other 
origin territories to the complaining South Dakota destinations 
were unreasonable or unduly prejudicial. 

Complainants, he said, placed great reliance upon National 
Syrup Company vs. C. & N., 28 I. C. C. 673. But, he said, appar- 
ently, the complainants had overlooked the fact that on rehear- 
ing the Commission dismissed that complaint, 43 I. C. C. 228. 

As to No. 16341 and the sub-numbers, the examiner said the 
record indicated, and certain witnesses for the complainants con- 
ceded, that the gravaman of the action was-the ability of the 
Missouri river points to distribute sugar in less than carload 
quantities, at points naturally tributary to the complaining 
points, at lower rates than the jobbers located at the complain- 
ing points could distribute. 

That situation, he said, was developed at some length on the 
record. But, inasmuch as the disadvantage seemed clearly at- 
tributable, the examiner said, to the price-fixing methods of the 
refiners, rather than the rates from New Orleans, it would not 
be further considered. 


Weaver put into his report a table of rates comparing those 
to the complaining points with those to the points alleged to be 
preferred. Commenting on that table, he said: 


A 65-cent rate is blanketed to the river cities, Kansas City to 
Sioux City, inclusive, and this blanket extends as far south as 
Neosho, Mo., 694 miles from New Orleans. The rate from New 
Orleans to Chicago, Ill., is 54 cents. From New York, N. Y., to 
Chicago it is 56.5 cents, all rail. The distance from both New Orleans 
and New York to Chicago is about 900 miles. From New York to 
St. Louis and the river cities the rates are 66 and 77% cents, re- 
spectively, the latter made by combination on the Mississippi River. 
For years the rates from New Orleans to Chicago and the river were 
subject to the most intense competition with the rates from New 
York. This competition resulted in several rate wars and the present 
rates are an outgrowth of a compromise agreement reached in 1910 
between the carriers serving the rival refineries on the Atlantic sea- 
board and the Gulf. The Illinois Central, with its single-line route 
from New Orleans to Omaha, Sioux City and Sioux Falls, has al- 
ways dominated the making of rates from New Orleans. Its rails do 
not extend beyond the Missouri River. Under the compromise agree- 
ment the rate from New Orleans to Chicago was made 23 cents, the 
same as the rail-and-lake rate, and 2 cents under the all-rail rate 
from New York. The rate from New Orleans to the river was fixed 
at 32 cents, 8 cents under the rate from New York, which was made 
up of proportionals of 25 cents to the Mississippi River and 15 cents 
beyond. This compromise adjustment, defendants contend, resulted 
in depressed rates to Chicago, where the bitterest competition has 
always centered, and to the river cities. To points in Nebraska west 
of the river, including the complaining points, the rates from New 
Orleans were made 8 cents under the rates from New York. De- 
fendants state that the competitive situation which forced the estab- 
lishment of the foregoing relationships has operated to continue in 
effect substantially the same relationships up to the present time. 
The principal change has been a widening of the differentials as a 
result of the general percentage increases of 1920. 


In bringing his discussion of the leading case to a conclusion, 
he said: 


If the rates to the complaining points were to be measured on a 
mileage basis by those to the river points they would be unreason- 
ably high, but the record indicates that rates to this territory have 
never been made with striot regard to distance, and that the con- 
ditions obtaining at the river are materially different from those 
at the complaining points. A fairer comparison is one with rates to 
points similarly situated, where the competitive influences, radiating 
primarily from Chicago, have not made themselves felt. Using such 
comparisons, the rates under attack, with the exception of those to 
Crawford and Scotts Bluff, do not appear out of line. The rates to 
the latter points yield ton-mile earnings of 16 and 18 mills, re- 
spectively. Rates of $1.10 to Crawford and $1.11 to Scotts Bluff would 
yield ton-mile earnings of about 15 mills and would seem reason- 
able under all the circumstances. 

The Commission should find that the rates from New Orleans, 
La., to Crawford and Scotts Bluff, Neb., are and for the future will 
be unreasonable to the extent they exceed or may exceed rates of 
$1.10 and $1.11 respectively, and that the rates from New Orleans, 

., to the other points increased in No. 16341 and the sub-numbers 
are not unreasonable or unduly prejudicial. 

The rate to Superior, which is higher than the rates to Hastings 
and Grand Island, farther distant points over the same route of 
movement, results in a departure from the long-and-short-haul 
clause of Section 4. This departure should be promptly removed. 


As to the rate from the Utah-Idaho territory to Rapid City, 
the carriers admitted it was out of line. It was $1.58 yielding 
car earnings of $948 or almost exactly $1 per car-mile. They ex- 
pressed willingness to cut it to $1.035 but the examiner said it 
should not exceed 95 cents. 

Other phases of the general subject raised by the complaints 
were discussed in detail with recommendations as to findings as 
set forth in the summary. 


SAND AND GRAVEL RATES 


Examiner Horace W. Johnson has recommended the dis- 
missal of No. 16643, Perry T. Fess vs. Chicago, Harvard & 
Geneva Lake et al., on a finding that the rates on sand and 
gravel, from South Beloit, Ill., and on cement from Buffington, 
Ind., to Darien, Wis., reconsigned to Vaughn Siding, Wis., the 
reconsignment having been made in July, 1924, are not unrea- 
sonable or otherwise unlawful. He said the Commission should 
direct the refund of overcharges and dismiss the complaint. The 
material shipped was left over after the completion of a road 
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building contract and was shipped to another job. The exam- 
iner said the complainant attacked the reconsignment rules be- 
cause they did not authorize the application of the through rates 
in instances similar to this in which there was some back-haul- 
ing. The complainant called attention to a misquotation of the 
rate by a representative of one of the defendants. The exam- 
iner said the Commission had often said that the misquotation 
of a rate by a railroad company or its agents was not ground 


for reparation, the law charging the shipper with knowledge 
of rates. 


FAILURE OF PROOF 


Attorney-Examiner F. C. Hillyer has advised the Commission 
to dismiss No. 16061, Washington Salvage Co. vs. Pennsylvania, 
on a finding that the charges assessed on three carloads of 
salvaged miscellaneous iron and steel machinery parts, shipped 
from Norfolk, Va., to Washington, D. C., in October, 1922, were 
not illegal. The articles were billed as various kinds of ma- 
chinery parts. The complainant sought reparation to the basis 
of the scrap iron rate, claiming the commodities shipped con- 
stituted scrap iron, but were inadvertently billed as machinery 
parts. The examiner said the evidence to show the stuff was 
scrap iron consisted of copies of invoices, on the complainant’s 
billheads to two parties, with no addresses, showing sales of 
scrap iron. He said the sales were not identified with the 
articles shipped. Therefore, he said, the Commission should 
find the charges were not shown to have been illegal. 


CIGARETTE REPARATION ADVISED 


A finding of unreasonableness and an award of reparation, 
by means of a waiver of undercharges, have been recommended 
by Attorney-Examiner John B. Keeler in a report on No. 16718, 
American Tobacco Co. vs. Director-General, Norfolk Southern, 
et al., as to an all-rail rate of $1.13 from Durham, S. C., to 
Brooklyn, N. Y., applied on various shipments made in October, 
1919. Only reparation was sought. 

The shipments were originally routed over the Durham & 
South Carolina and Norfolk Southern to Norfolk, Va., thence 
via the Old Dominion boats to Brooklyn. Owing to an embargo 
on the Old Dominion the shipments were diverted to the all-rail 
route of the Pennsylvania. Charges were collected at a second 
class rate of $1.04 applicable over some of the all-rail routes, but 
not over the Durham & South Carolina as an originating line. 
The applicable combination was $1.13. The $1.04 rate was made 
applicable over the route of movement December 31, 1919, and 
reparation was sought to the basis of that rate. 

The Durham & South Carolina was not under federal con- 
trol. It is now operated by the Norfolk Southern. That road 
admitted the rate was unreasonable to the extent it exceeded 
$1.04 and was willing to make reparation to that basis. The 
Director-General, however, contended it was not unreasonable 
and showed an average rate of $1.16 on cigarettes and smoking 
tobacco from Durham to 49 points in central territory and Ken- 
tucky for an average haul of 669 miles, the haul to Brooklyn 
being 668 miles. The complainant, however, pointed out that 
the rates” to central territory were Official Classification first 
class, while the rates to Brooklyn were Southern Classification 
second class. The examiner said the rates between eastern 


seaboard points and the Carolinas were affected by water com- 
petition. 


HIGHER COMMODITY RATE APPLIED 


Examiner J. F. Eshelman has recommended the dismissal 
of No. 16599, Thilmany Pulp and Paper Co. vs. Nelson & Albe- 
marle et al., on a finding that the rate charged on two carloads 
of soapstone furnace linings, from Schuyler, Va., to Kaukauna, 
Wis., shipped in the spring of 1920, was applicable. The ques- 
tion was whether a specific commodity rate, higher than the 
classification rating, was applicable and Eshelman found no rea- 
son for recommending a departure from the rule that the com- 
modity rate is applicable in instances of that kind. The Nelson 
& Albemarle, he said, was an industrial line, the chief traffic 
of which consisted of soapstone products. At the time the 
shipments moved, he said, the only tariff item published by that 
carrier applicable on soapstone products applied on “soapstone 
manufactured and in slabs, C. L. and less than C. L., not ex- 
ceeding 20 miles—9 cents per 100 pounds.” At the same time 
Official Classification I. C. C., O. C. No. 45, which governed the 
schedules of the Nelson & Albemarle, classified soapstone or 
talc: Linings, fire box or furnace, in carloads, sixth class. The 
sixth class rate then was 6 cents. 


OVERCHARGE REPARATION RECOMMENDED 


A finding of overcharge and an award of reparation have 
been recommended by Examiner Harris Fleming in No. 16345, 
S. P. Bowers Co. vs. Director-General, as to the charges on a 
“double carload of piles, shipped October 6, 1918, from Hadley, 
Ala., to St. George, N. Y., on which the federal controlled roads 
and non-controlled Gulf, Florida & Alabama collected $456 on 
a billed weight of 120,000 pounds, the actual weight, ascertained 
afterward, having been 88,400. The examiner said the correct 
charge would have been $327.08 and that there was an outstand- 
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ing overcharge of $128.92 for which reparation should hg» 
awarded. 

The overcharge claim was filed with the originating carrie; 
and the Director-General sent that road a voucher for $91.91, py 
according to the report, that money was not paid to the com. 
plainant. The non-controlled road went through receivership, 
The Director-General claimed that the originating carrier was 
the agent for the complainant and that payment to the originat. 
ing carrier constituted payment to him. He based that claim 
upon a letter setting forth the complainant’s idea as to the basis 
of settlement, the complainant, however, saying that that letter 
was “auhority” for acceptance of settlement on the indicateg 
basis. The examiner said that the letter could be considereq 
only as a statement of the basis of settlement then acceptable 
to the complainant. As to payment by the Director-General to 
the Gulf, Florida & Alabama, the examiner quoted from three 
or four decisions by the Commission to show that such payment 
was not payment to the complainant, the Commission having 
said, in Rehberg & Co. vs. Erie, 17 I. C. C. 508, that “a carrier 
that has collected an overcharge cannot be excused from repay. 
ment of same because it has paid it to another carrier.” 


STEEL TANKS RATES CASE 

An order of dismissal has been recommended by Examiner 
John T. Money in No. 15434, United Iron Works, Inc., vs. Direc. 
tor-General, Atchison, Topeka & Santa Fe et al., on a finding 
that rates on steel tanks, knocked down, in carloads, from South 
Chicago, Ill., Indiana Harbor, Ind., and Youngstown, O., to Gal- 
veston, Tex., for export to Mexico, fabricated at Iola, Kan., are 
not unreasonable and no damage has been shown to have re 
sulted from the alleged undue prejudice. The complainant al- 
leged the rates on nine carloads of steel tank material, shipped 
in April and May, 1920, were unreasonable, and, as compared 
with rates from and to the points on the same commodity, fab- 
ricated in transit at Kansas City, Omaha, Chicago and St. Louis, 
unduly prejudicial and in violation of the fourth section. Rep- 
aration alone was asked. 

The examiner said no evidence was submitted to show the 
alleged undue preference for St. Louis and Omaha. He said 
the complainant contended the rates were unreasonable to the 
extent they exceeded those to Kansas City. On June 12, 1920, 
the Santa Fe transit circular was amended so as to authorize 
fabrication at Iola at the same through rates as applied at Kansas 
City, plus a transit charge of 1.5 cents. Other than showing 
that lower export rates applied from the origin points to Gal- 
veston, with fabrication at Kansas City, than at Iola, complaint, 
the examiner said, introduced no evidence in support of its alle- 
gation of unreasonableness. He also said that the complainant 
did not show that any particular fabricator at the points al- 
leged to have been preferred bid upon the traffic in controversy 
or set the sale prices which it was compelled to meet. He said 
that when Iola was given the Kansas City basis, the fourth 
section departure was eliminated. 


VIEWS FILED ON 17,000 


The American Farm Bureau Federation, jointly with the 
American Fruit and Vegetable Shippers’ Association, has filed 
its views on No. 17000, the rate structure investigation, and 
Ex Parte 87, application of the western carriers for more reve- 
nue, in accordance with the resolution of the first mentioned 
organization, adopted at Chicago July 18 (See Traffic World, 
July 25, p. 189). They filed their views on behalf, they said, of 
900,000 farmers, members of the federation, and the members of 
the fruit and vegetable association, who, the two organizations 
said, handled about 600,000 carloads of fresh fruits and vege- 
tables annually. 

The two protested against increases in rates on the ground 
among others, that the situation of agriculture was still serious. 
Among the suggestions was one pertaining to the consolidation 
of railroads, and another respecting efficiency in operation. On 
those heads they said: 

We do not express an opinion on matters of railroad consoli- 
dations, but if the Commission is of the view that there is economy 
through consolidation, then this feature would also become an 
important factor in this case in determining if the lines in the 


western territory have been as active in this respect as railroads 
in other districts. : 

The act also provides that “efficiency” is an outstanding item 
for consideration of petitions for increases in rates—and while 
we are expressing no opinion at this time on this feature, yet 
since the commission has a department for investigating this 
feature, that we urge that before placing an additional tax on 
our a that this item will have been thoroughly investi- 
gated. 

In closing, we respectfully urge that your honorable body 
give careful consideration to the various points outlined herein 
and that this statement be filed with, and become a part of the 
above mentioned proceedings. 





WATSON LISTENS IN 

Senator James E. Watson, of Indiana, chairman of the Sen- 
ate interstate commerce committee, attended the afternoon ses- 
sion of the hearing in Docket 17000 and Ex Parte 87, at Chicago, 
September 10. He sat with Commissioner Aitchison for a time, 
and, at the brief afternoon recess, met the newspaper men with 
smiles and the information that he would return next week with 
Senator Cummins, of Iowa. 
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RATE STRUCTURE INVESTIGATION 


As had been expected, the western carriers announced, at 
the first session of the joint hearing in Docket 17000, the Com- 
mission’s rate structure investigation under the Hoch-Smith law, 
and Ex Parte 87, the application of the western carriers for 
increased revenue, that their specific request was for a flat in- 
crease of five per cent in western freight rates with the excep- 
tion of certain specified commodities on which they hoped the 
Commission would grant them specific increases in cents per 
hundredweight or per ton. 

The hearing opened Sept. 8 at eleven o’clock, daylight saving 
time, in the banquet rooom of the Edgewater Beach Hotel, Chi- 
cago, With Chairman Aitchison presiding. About 600 shippers’ and 
carriers’ representatives crowded the room when his gavel fell. 
The Commissioner first announced the personnel of the com- 
mittee appointed by the Commission to handle the proceedings. 
it consisted of himself, W. V. Hardie, director of traffic; M. O. 
Lorenz, director of statistics, and Examiners Wagner and 
Keeler. He then called attention to a petition that had been 
presented just previous to the opening of the hearing, asking for 
a regrouping of carriers in the southwest. It was presented and 
signed by the Railroad Commission of Arkansas, the Corporate 
Commission of Oklahoma and the Railroad Commission of 
Texas. It asked that a new group be made of the roads serving 
“the territory south of the Missouri River, including the state 
of Arkansas, most of the state of Kansas, that portion of west- 
ern Louisiana which is now included in the western district, 
and the states of Oklahoma and Texas.” The territory em- 
braces about 559,000 square miles and is served by all or por- 
tions of forty class 1 railroads. 

The petition said that separate grouping had been sought in 
Ex Parte 74, and had been refused by the Commission at that 
time because conditions did not warrant the change. However, 
at the present time, it stated, conditions were changed so that 
separation was feasible and the purposes of the Interstate Com- 
merce Act would be best served by such separation. Also, it 
said it was desirable to make a separate group in the south- 
west, because the Commission has found that traffic conditions 
there are more favorable than in the region outside the district 
it is desired to carve from the western territory. Because of 
different climatic conditions and less favorable topography, it 
alleged greater motive power is required in the western and 
northwestern parts of western territory. Other reasons given 
of separating the southwest from western territory were that 
the carriers in the southwest are more prosperous; that the 
ratio of operating expenses to operating revenue is less than 
in the western district, and that rates are generally higher in 
the southwest than in the west, and, in event of an increase 
being found necessary for carriers serving the west, an undue 
burden would fall on the people of the southwest if a like in- 
crease is established generally throughout the group as formed 
at present. 

After calling attention to the petition, Commissioner Aitch- 
ison made a few requests as to procedure, asking that there be 
no arguments at these sessions and saying that there would be 
a time and place for them. He outlined briefly the rules of 
evidence. He said that the Commission’s rules of evidence were 
liberal and would be so interpreted at the hearing, but that, for 
the sake of expediency, the following three rules should be fol- 
lowed: Evidence should (1) be as to the substance and facts 
of the case; (2) be appropriate and fit; (3) be put in in the best 
way possible. 

He said that the two cases were not consolidated, but were 
merely being heard simultaneously; that the carriers would 
proceed first, but that there would be no cross-examination of 
carriers’ witnesses at the present hearing, that remaining to be 
done at a time and place set later. He asked that the shippers 
confer and appoint a spokesman, someone authorized to speak 
for them at the hearing and to confer with the Commission. 
Joseph E. Beek, executive secretary of the National Industrial 
Traffic League, called a conference of shippers to convene 
directly the hearing adjourned for the day to carry out Com- 
missioner Aitchison’s request. As Mr. Beek called the meeting 
of shippers, someone in the rear of the room called out, asking 
if farmers were invited to the meeting. 


Carriers’ Opening Statement 


“They’re shippers, aren’t they?” answered Mr. Beek. 

Commissioner Aitchison then called on the carriers to pro- 
ceed, and R. N. Van Doren, vice-president and general counsel, 
the Chicago & Northwestern, and chairman of the committee of 
western carriers handling the case, made a statement, reiterat- 
ing the position taken by the western carriers in previously pub- 
lished statements, which was as follows: 


Further receiverships will be forced upon the western railways 
unless they have immediate relief from the present low level of 
their earnings. 

Important western railway companies are now in the hands of 
receivers and other companies will follow unless financial relief 
is afforded them. The present low level of western freight rates, 
Which are now only 29 per cent higher than in 1911, has been far 
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outstripped by the rising tide of prices, wages and taxes with which 
we have been and are still confronted, and the western freight rate 
level is relatively far below that in effect in the other sections 
of the country. 

The western railways are now asking an increase of but five 
per cent in their freight rates, although an increase of at least 
eleven per cent would be necessary to yield the roads the fair re- 
turn to which they are entitled, both by law and by justice. We 
are asking for but a five per cent increase because of the emergency 
of our necessity. We need additional revenue and we need it now. 
We have hoped that by asking for only an absolutely essential mini- 
mum that we might obtain more promptly and with less opposition 
this minimum of relief which we must have. 

The western railways have been operated with the strictest 
economy and with high efficiency. In the one matter of train 
loading alone, the western lines have produced economies since 1911 
which, had they not been effected, would have increased their operat- 
ing costs nearly half a billion dollars in 1924. The public has had 
the benefit of these efficiencies and economies. The amount of in- 
creased freight revenues which the carriers are now requesting is 
but a small percentage of the annual sevings to the public. 

With regard to the Interstate Commerce Commission’s general 
investigation of the freight rate structure of the country, now being 
carried on under the provisions of the Hoch-Smith bill, and which 
will be considered, for the western railways, jointly at this time 
with the petition for increased earnings, we shall co-operate. with 
the Commission fully. 

_ Whatever may have been the condition of the farmers at the 
time the Hoch-Smith resolution was written, whatever depression 
may have occurred in agriculture, such condition and depression have 
now been substantially, if not completely, removed, and agriculture 
is now restored to prosperity. In fact, the actual purchasing power 
of the western farmer is now greater than in the pre-war days. 

’ For these reasons, therefore, we ask that agriculture shall pay 
its full share—no more—of the western transportation charges. Sub- 
stantially 25 per cent of the freight traffic of the western railways 
consists of agricultural products and live stock. We are performing 
a valuable and essential service to the western farmer. For this 
service we are entitled, both in law and in justice, to a fair return, 
which we are not now receiving. Under the present conditions, we 
could almost hope for co-operation with, rather than opposition to, 
our petition for increased earnings. 


Wettling on Stand 


L. E. Wettling, manager of the statistical bureau of the 
western carriers, was the first witness called to the stand. He 
was examined by Kenneth Burgess, general council for the C. 
B. & Q. With the entering of exhibit No. 1, by Mr. Wettling, 
the hearing got under way in earnest. This exhibit, a care- 
fully indexed book of 33 pages, contained the figures upon 
which the western carriers will base their case. Mr. Wettling 


prefaced his analysis of the exhibit with the following state- 
ment: 


__ Almost one-fifth of the money invested in the western railways 
failed to receive any financial return in 1924, and the remaining 
four-fifths of the money invested received a net return which was 
actually even less than the rate of return earned by the total in- 
vestment in 1916. 

From December 31, 1916, to December 31, 1924, more than $1,700,- 
000,000 were invested by the western railways in enlarging and im- 
proving their facilities, in building additional track and new sta- 
tions, and in buying new equipment. Despite this enormous ex- 
penditure in the public interest, the net return earned by the 
western railways in 1924 was $85,000,000 less than it was in 1916. 

The rate of return earned on total investment was 5.59 per cent 
in 1916 and was only 3.75 per cent in 1924. The net return earned 
by the western railways in 1924 was equivalent to a rate of return 
of but 4.55 per cent on the investment made up to the end of 1916, 
being lower than the return actually earned on this investment in 
1916, and left nothing at all for return on the $1,700,000,000 which 
has been invested in the property since that time. 

If the full freight rate increase now requested had been in 
effect in 1924 the western railway net in that year would still have 
been less than the net return actually earned in 1916 and would 
have amounted to a return of 5.56 per cent on the 1916 investment 
as contrasted with the 5.59 per cent actually earned in 1916. If 
the increase now requested had been realized in 1924, it would have 
meant a return to the western railways of only 4.58 per cent on their 
1924 investment. 

The Transportation Act of 1920 specifies that railway rates shall 
be so adjusted as to permit the railways to earn a fair return upon 
their properties. This fair return has been fixed by the Interstate 
Commerce Commission at 5% per cent annually. The 1924 net 
returns of $372,000,006 for the western railways were’a fair return 
upon only $6,500,000,000, or less than two-thrids of the amount in- 
vested in the properties. On the basis of 1924, a five per cent in- 
crease in freight revenues would produce a fair return on approxi- 
mately $7,900,000,000, leaving over $2,000,000,000 of western railway 
investment still receiving nothing at all. 

The statement has been made that only the weak and unim- 
portant roads in the west are in need of increased earnings, and 
that to increase western rates would result in swollen earnings for 
the important lines. This statement is absolutely incorrect. In 
1923, the latest year for which the Interstate Commerce Commission’s 
statistics for individual roads are now available, those western 
roads or systems that earned 5 per cent or more upon their invest- 
ment represented only 1.5 per cent of the total western railway in- 
vestment, operated only 1.4 per cent of the total western mileage, 
and carried only 2.3 per cent of the western freight traffic. This 
means that in 1923 those western roads or systems that had 98.5 per 
cent of the total western investment, that operated 98.6 per cent of 
the western mileage, and upon which the western people are depend- 
ent for 97.7 per cent of their freight transportation earned less than 
5 per cent. And in 1924, the rate of return earned by the western 
lines as a whole was even lower than in 1923. 

This unfortunate situation has been brought about by the re- 
ductions which have been made in western freight rates since 1920, 
benefiting the shipper at the expense of the railways. In August, 
1920, western freight rates were increased approximately 32 per cent 
on the average. Immediately after this increase, downward read- 
justments were commenced, which have continued to the present 
time, augmented by general rate reductions made by the Interstate 
Commerce Commission in 1922. Freight rates in western territory 
in 1921 were 2 per cent below the level established in August, 1920. 
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Freight rates in 1922 in the west were 11 per cent lower than after 
the rate advance in 1920; in 1923, 15 per cent lower, and in 1924, more 
than 16 per cent lower. This means that railway rates in the west 
have been reduced approximately $850,000,000 in the past four years 
below the level fixed by the Interstate Commerce Commission in 
1920 as calculated to yield the railways a fair return. Present rates 
are now more than 16 per cent below that level, and in the past four 
years western shippers have been saved an aggregate of $850,000,000 


= freight charges at the expense of the railways and their fair re- 
urn, 


The first division of the exhibit contained figures on operat- 
ing revenues, expenses, net railway operating income and the 
rate of return for the railways of the United States as a whole, 
and for the railroads in Eastern, Western and Southern terri- 
tories separately, for the years 1921 to 1924, inclusive. They 
purported to show that the rate of return was less in the west 
than in the other territories, although in no district did the net 
income reach or exceed the 5% per cent declared by the Com- 
mission to be a reasonable return under the law. In 1924, for 
instance, the first page of the exhibit showed the rate of return 
for the western group to have been 3.87 per cent, while that of 
the eastern group was 4.53 per cent and the southern 5.20 per 
cent. The railroads of the country as a whole, in that year, ac- 
cording to the exhibit, made a net return of 4.33 per cent. All 
of the figures upon which these conclusions and others reached 
in the exhibit were based, Mr. Wettling said, were the same as 
those reported by the carriers to the Commission. 

The second page of the exhibit contained information rela- 
tive to the return earned by the carriers in the first seven 
months of this year, and compared these figures with similar 
ones for last year. They showed that the western railroads, in 
the period from January 1 to July 31, 1925, had a rate of return 
of 3.33 per cent, as compared with a rate of return of 3.19 per 
cent for the same period last year. The eastern carriers, on 
the other hand, earned 5.10 in the 1925 period, as compared with 
4.60 per cent last year, and the southern 5.55 in the 1925 period 
and 5.25 in the 1924 period. The country as a whole showed a 
rate of return in the 1925 period of 4.46 per cent and in the 1924 
period of 4.12 per cent. 

Figures showing all of these details of revenues and ex- 
penses, as well as rates of return, for individual class 1 roads in 
Western Territory were also shown in the exhibit for each of 
the years from 1921 to 1924, inclusive, but no individual road 
compilation covering any part of the year 1925 was included. 
These were followed by a tabulation of the property invest- 
ments of the same roads as of December 31, 1924. 

An interesting graph showing the trend of operating rev- 
enues, expenses, taxes and operating income for class 1 roads 
in the Western Territory from 1911 to 1924 was included in the 
exhibit. This showed the expenses to have increased 95.85 per 
cent in those thirteen years, while the revenues increased 75.62 
per cent. Taxes, in the same period, increased 224.93 per cent 
and net operating income but 3.48 per cent. The graph was 
based on averages per mile of road and was prepared from mate- 
rial available in Mr. Wettling’s office. This material, conven- 
iently summarized in the graph, covered several pages of the 
exhibit. 

As though influenced somewhat by the petition put in 
earlier in the day requesting the formation of a new southwest- 
ern group, Mr. Wettling called attention to the fact that the 
roads earning the lowest incomes were about evenly spread 
over Western Territory. In 1924, he said, the following west- 
ern roads earned an average of 2.94 per cent net return: Chi- 
cago & Alton, C. & N. W., Great Western, C. M. & St. P., C. P. 
& St.L,C. RI & P, D. & R. G. W., D. & S. L., Duluth, Win- 
nipeg & Pacific, Ft. Smith & Western, Green Bay & Western, 
K. C. M. & O., K. O. & G., Kansas City Southern, L. R. R. & N. 
System, M. & St. L., M. K. T., Missouri & North Arkansas, Mis- 
souri Pacific, Northern Pacific, Northwestern Pacific, San An- 
tonio & Aransas Pass, and San Antonio, Uvalde & Gulf. 


Rate Proposal of Carriers 


At the beginning of the afternoon session, Mr. Wettling’s 
testimony was interrupted to permit C. E. Spens, vice-president 
in charge of traffic, C. B. & Q., to present a preliminary draft 
of the carriers’ rate proposal. Mr. Spens requested permission 
to read the proposal off the record because, as he said, it might 
be necessary for the carriers to make some changes in it. 
Chairman Aitchison, however, insisted that, if it were read in 
the hearing room at all, it be placed on record, although he per- 
mitted the carriers to reserve the right to change their posi- 
tion in some of the details of the proposal without prejudice. 


The proposal, as read by Mr. Spens, was, substantially, as 
follows: 


All rates in Western Territory to be increased five per cent, with 
the following exceptions: 

1. Rates on grain and grain products into Missouri River mar- 
kets and also into St. Paul, Minneapolis and Duluth to be increased 
1 cent per 100 pounds. 

tes on grain and grain products from these points to Chicago, 
Peoria, St. Louis and points taking the same rates, and also from 
the Mississippi Valley to Southwestern Territory points, the Gulf 


ports and Rio Grande crossings for export to be increased 1 cent 
per 100 pounds, 
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Rates on grain and grain products from west of the Missouy 
River, including Oklahoma to Southwestern Territory and the Mis. 
sissippi Valley, also to the Gulf ports and to Rio Grande crossings 
for export, to be increased 2 cents per 100 pounds. 

Through rates on grain and grain products, made up of com. 
binations of locals and proportionals to be increased 2 cents per 
100 pounds. 


Rates on grain and grain products between the Pacific Coast 
and Southeastern and Trunk Line territories to be increased 3 cents 
per 100 pounds. 


All other rates on grain and grain products, including intrg- 
state rates, to be increased 1 cent per 100 pounds. 
2. Rates on coal and coke to be increased 15 cents per ton. 


3. Rates on clay, sand, gravel and crushed stone to be increaseq 
71% cents per ton. 
4, 


tes on lime, plaster, brick and stone (not crushed), in. 
cluding artificial stone and cement, to be increased 20 cents per ton, 
5. Rates on lumber and related articles taking the same rates 


as lumber, or arbitraries under or over, to be increased 2 cents per 
100 pounds. 


6. Joint through rates between Western Territory and Eastery 
and Southeastern territories to be advanced the proportion that 
western line rates are advanced. 


No change to be made in the present rates for accessoria] 
services such as switching, reconsigning, etc. 


8. There will be proposed exceptions to these increases on 
transcontinental rates, these exceptions to be announced later. 


- 9. It is proposed to maintain regularly established rate relation. 
ships. 


Mr. Spens intimated that there might be extensive changes 
in these proposals and made it clear that they were being put 
before the public now at the earnest request of many of those 
present at the hearing. He said he expected to take the stand 
later on and to present, then, the final draft of the proposals 
as well as considerable testimony bearing thereon. 


Wettling Resumes 


In resuming his testimony Mr. Wettling touched upon the 
proposal for a specific 5 per cent increase. He said that would 
mean an increase in carrier revenue of about $82,000,000, con- 
siderably less per year than the $450,000,000 annually saved by 
the carriers through efficient management and passed on to the 
public in rate reductions. The chairman interrupted to suggest 
that the witness stick to facts. 

“How do you know,” he asked, “that the public got that 
$450,000,000?” 

“Well,” answered the witness, “all we know is that it isn’t 
in our pockets.” 

Mr. Burgess, however, agreed with the commissioner that 
the line of testimony was not quite proper and*the subject was 
dropped. 

Continuing with the explanation of his exhibit, Mr. Wettling 
called attention to figures in which the results of railroad opera- 
tion in the three major territories in the years 1916 and 1924 
were contrasted. These years were selected, he said, because 
1924 was the last full year available, and because 1916 com- 
pared favorably with it in the amount of traffic handled. Also, 
he said, 1916 was the last normal traffic year before the entrance 
of the United States into the World War. Taking the total 
figures for all the western roads in the years mentioned, the 
exhibit showed an increase of 52.85 per cent in total operating 
revenue, an increase of 81.42 per cent in operating expenses, and 
a decrease of 18.54 per cent in net railway operating income. 
Similar results were arrived at by taking average figures for 
one mile of road, for 1,000 train-miles, and for 1,000 car-miles. 
The last mentioned showed an increase of 49.85 per cent in 
revenue, 77.88 in expenses and a decrease of 20.12 in net income. 

An estimated loss in freight revenue, from 1921 to 1924, 
through reduction in rates from those prescribed in Ex Parte 74, 
based on average revenue per ton-mile, was shown on page 15 
of Mr. Wettling’s exhibit. In 1921, there was a shortage of 
$29,337,687 in revenue in the western district; in 1922, a short- 
age of $186,061,493; in 1923, $302,845,567; and in 1924, $326,598,- 
358. He pointed out that the carriers were earning less and 
less for the service performed. 

Pages 19 to 25 of the exhibit showed the volume of freight 
carried, divided into commodities, from 1911 to 1924, by dis- 
tricts. This part of the exhibit was to show that, of the total 
volume carried, specific commodities increased at different rates 
in different districts. It showed that from 1911 to 1924, prod- 
ucts of agriculture and animals and animal products increased 
in the western district from over 84,000,000 tons to over 146,- 
000,000 tons, while in the southern district the movement was 
much less in volume and increase, and in the eastern district 
there was very little increase. 

Other pages of the exhibit showed the same information 
as to movements by districts and there was also a page to show 
the revenue ton-miles on class I railroads from 1911 to 1924. 
Finished with his long exhibit, Mr. Wettling said he had other 
exhibits in preparation with regard to information asked for 
just as the hearing began and that he would put those in at a 


later date and would be ready to testify briefly as to their 
source and authenticity. 


Sargent on the Stand 


President F. W. Sargent, of the Chicago & North Western, 
was the next witness called by the carriers. He was still on 
the stand when the hearing adjourned in the evening and had 
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ut in only a small part of his testimony. He said that, prior 
to the period of federal control, the road he represented had 
earned about twenty-three million dollars annually on its book 
investment, but that at no time since 1917 had it earned as 
much as 4 per cent. In view of added investment since 1917, 
he said, the road should have earned twenty-five million dollars 
annually. He said the reason for the failure to do so, as he 
saw it, was (1) the inadequacy of freight rates in the territory 
traversed by the North Western; (2) increased costs of opera- 
tion, increases in wages, cost of materials and cost of fuel; and 
(3) increased capital expenditures. 

He then developed his point as to the inadequacy of rates 
py showing the reductions since 1922—that is, the general rate 
reductions—and said that, as a result, there was lost to the 
North Western, on the traffic carried in 1923, $16,058,389 and 
in 1924, $14,477,314. He said that, by these reductions, the 
stockholders had been deprived of reasonable dividends on their 
investment. 

Commissioner Aitchison interrupted him to ask if it were 
not true that the carriers had been represented at all hearings 
preceding any of the general reductions. Mr. Sargent said that 
was true, but he was presenting the results of the reductions 
and not the events leading up to them. He then went on, 
testifying that the burden of the reductions had fallen on the 
lines in the western district. He made the point that, in 1924, 
there was $4 invested in western carriers’ property for every 
dollar earned. 

Meeting of Shippers 


At the meeting of shippers after the day’s hearing, J. BE. 
Beek, executive secretary, the N. I. T. L., was elected temporary 
chairman and, after some discussion, it was decided to form a 
steering committee to take care of the interests of the shippers. 
The committee is to consist of twelve members, of which an 
equal number is to be from each territory affected by the cases 
involved. The shippers attending the meeting who were willing 
to serve on the committee were asked to turn in their names 
and, at meetings to be held the morning of September 9, the 
shippers from each of the districts represented were to decide 
on the men to represent their district on the steering committee. 
In that way, the chairman said, it was hoped to take care of the 
interests of all concerned. 


Sargent Again 


That business in general and the farmer particularly would 
benefit from the increase in freight rates asked was the point 
made by F. W. Sargent, president of the Chicago & North West- 
ern, when he resumed the stand at the beginning of the second 
day’s hearing. 

He said he had made a study of the wheat situation for a 
period of about fifteen years and that what the farmer needed, 
it seemed to him, was a more stable market for his wheat. 
That meant, he said, that a greater purchasing power was needed 
in this country, so that the problem of throwing surplus wheat 
on the foreign market could be eliminated. 

The home under-consumption could be materially reduced, 
with accompanying financial advantage to the American farmers, 
if the general purchasing power of the working population was 
raised. The per capita wheat consumption, he said, in this 
country in 1925 was 4.15 bushels, while in fourteen of the fifteeen 
years immediately preceding this country’s entrance into the 
World War the average consumption per individual was well 
over five bushels a year, running in one year as high as 6.04 
bushels. Present wheat consumption per individual, he said, 
could be raised to the pre-war level and above if the purchasing 
power of the western railways, of their employes, of their stock- 
holders, and of all those dependent on the roads, was increased 
by raising the freight rates in Western Trunk Line territory. 

Chairman Aitchison interrupted him to ask if it were not 
true that it would be necessary to have an increase in traffic 
as well as an increase in rates before the purchasing power 
would be materially affected. Mr. Sargent replied that, though 
it sounded paradoxical, he believed that increased rates would 
stimulate traffic, because it would stimulate buying. 

The witness introduced an exhibit containing tables show- 
ing increased costs of operation and increased efficiency. He 
said maintenance of way expense had risen 96 per cent since 
1913; maintenance of equipment, 165 per cent; pay roll, 119 
per cent; average earnings per year per employe, 139 per cent; 
taxes, 180 per cent; and net operating income had decreased 28 
per cent. 

He said the need for more revenue did not in any way re- 
flect on the economy nor the efficiency with which the road was 
operated and introduced statistics to show the savings made 
by the safety first policy of the North Western, the economy of 
fuel consumption, and the reduction of loss and damage claims. 

In concluding his testimony he said that a reasonable in- 
crease in freight rates would guarantee for the west the main- 
tenance of an adequate transportation service, a fundamental 
necessity for individual and national prosperity and welfare. 
As it is, he said, the continuation of the present adequate trans- 
portation system in the west is seriously threatened by the low 
level of western railroad earnings, which are, in turn, the result 
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of the depressed level of western freight rates. He said that, 
therefore, every fact considered, the western roads were justi- 
fied in seeking an increase in rates. 

Mr. Aitchison asked whether or not, when he was speaking 
of the rates in the west, he was contrasting them with any other 
rate structure. Mr. Sargent replied that he had not personally 
studied the structures, but he was closely enough acquainted 
with the needs of the road to know that higher rates were 
necessary, and that it would take an increase of 11 per cent to 
enable the North Western to earn a return of 5% per cent. 

Chairman Aitchison asked what the witness thought of the 
carriers’ request of 5 per cent—how much it would help, when 
the North Western needed 11 per cent. Mr. Sargent replied 
that the Chicago & North Western had stood for an 11 per cent 
increase in the conference with the other roads, but found itself 
in the minority. 

Chairman Aitchison remarked that the initiative in rate 
making still remained with the carriers and, since the witness 
did not believe an increase of 5 per cent would be enough to 
insure a fair return, asked if he could suggest any other means 
to relieve the carrier, in order that the Commission might be 
helped. Mr. Sargent replied by saying that the present pro- 
cedure was not for the consideration of the Chicago & North 
Western alone, but for the western carriers as a group, and that 
he had nothing to suggest beyond that to which he had already 
testified. 


Donnelly on Stand 


President Charles Donnelly, of the Northern Pacific, was the 
next witness called by the carriers and Chairman Aitchison 
announced that, contrary to the regular procedure, Mr. Donnelly 
would be cross-examined directly following his testimony. This 
was at his own request because he would not be available at 
a later date. 

Mr. Donnelly began his testimony in much the same manner 
as the preceding witness, saying that in no year since the pas- 
sage of the transportation act had the Northern Pacific earned 
a fair return. He said that at the end of 1924, the company’s 
investment in road and equipment, materials and supplies, and 
working capital amounted to $588,000,000. On this investment, 
he said, it had a return for 1924 of 3.38 per cent. Its return 
on investment for the four preceding years was 1.44 per cent 
in 1920, 1.93 per cent in 1921, 3.47 per cent in 1922, and 2.93 
per cent in 1923. He said that, in his opinion, argument was 
unnecessary to prove that this return was inadequate, and that 
the explanation of the inadequacy was not to be found in any 
shortcomings of the property considered as a transportation 
agency, or in any extravagance of outlay in connection with its 
operation. The physical condition of the property, he explained, 
was good; it had been well, though in no sense extravagantly, 
maintained, he said, and was capable of rendering, and actually 
was rendering, efficient service at unit operating costs which 
would bear comparison with those prevailing anywhere. The 
explanation of why the return was inadequate, he said, was that 
the freight rates were too low. 

He said the general decreases in rates in the last few years 
amounted to about 3344 per cent and meant, on the basis of 
the traffic in 1924, a loss to the Northern Pacific of about $8,500,- 
000. He said that in the last five years, wages, materials, and 
equipment had increased from 26 per cent to 100 per cent and 
more. He then made the statement that the volume of traffic 
had not increased in the way it should have and Chairman 
Aitchison asked whether or not it might be true that, on short- 
haul business, the road had suffered from motor truck com- 
petition. 


Mr. Donnelly replied that it had not as yet, though he ex- 
pected it would feel the effect of motor truck competition within 
the next few years. 

The witness testified as to the revenue needs of the North- 
ern Pacific, saying that, to earn 5% per cent on investment, it 
would be necessary to gain an additional $16,000,000 annually, 
whereas the 5 per cent increase would only yield about $3,000,000 
annually to the Northern Pacific. In the case of the Northern 
Pacific, he said, there was a possible source of additional in- 
come in view, since there were applications now before the 
Commission that would help the Northern Pacific’s revenue, 
notably an application for fourth section relief on traffic to the 
west coast, but that, even with this additional revenue, the road 
would still fall short of earning 5% per cent. 


He said the forecast of the Commission that, after the 10 
per cent reduction case, commodities would move freely enough 
to overcome the reduction and to enable the carriers to make 
a fair return, has not been borne out, and that, in the light of 
that, the roads had a right to ask the Commission to undo what 
was done in 1922. 

At that point, Chairman Aitchison asked him what he had 
to suggest if the 5 per cent increase was not enough. He re- 
plied that the needs of the carriers as a group were being dealt 
with and not the needs of the Northern Pacific. 

Chairman Aitchison asked him, as he had inquired of Mr. 
Sargent when he had treated of the financial conditions of the 
roads in the northwest separately from the other western lines, 
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whether or not he would suggest a separate grouping of the 
roads in the northwest. 

Mr. Donnelly did not take the position of Mr. Sargent, who 
answered the commissioner by saying that he used the north- 
west carriers separately merely for the purposes of comparison, 
but said that, while he would not go so far as to suggest a 
separate grouping and consideration of the roads in the north- 
west, he did think that the benefits of such a grouping would 
be great. 

Chairman Aitchison inquired whether or not some of the 
trouble with the Northern Pacific was that the passenger traffic 
had declined, due to the growth of the use of busses over short 
distances. Mr. Donnelly answered that it was and stated, after 
another question as to whether or not the road expected to 
recover that traffic, that he thought it was gone for good, in great 
measure. 

,. rhe commissioner asked if the investment in passenger 
equipment and service was still being carried on the books as 
it had always been, despite the fact that a part of the traffic 
was considered as lost. The answer was that the books still 
carried the investment because the service was still performed 
and the equipment in operation. 

Chairman Aitchison inquired why, if the present revenue diffi- 
culties were due, in a measure, to passenger traffic losses, the 
road was attempting to make up that loss out of freight traffic 
and increased freight rates. Mr. Donnelly replied that he knew 
of no other way in which the losses might be made up, and 


that he considered the present proceeding as being a proper 
way of doing it. 


Cross-Examination of Donnelly 


The witness was then turned over for cross-examination to 
Ivan Bowen, of the Minnesota Railroad and Warehouse Com- 
mission. Mr. Bowen asked only a question or two, with rela- 
tion to the effect of truck competition on the Northern Pacific’s 
freight traffic, which were answered by Mr. Donnelly’s repeating 
his earlier statement that, in three or four years, the road ex- 
pected to feel serious competition from the trucks. The state 
commissioner was interrupted by John E. Benton, of the National 
Association of Railroad and Utilities Commissioners, who said 
that the state commissions’ representatives would confer on the 
matters of cross-examination at the noon recess, if the chairman 
would allow them to. The privilege was granted and the hear- 
ing adjourned until the afternoon period. 

Mr. Benton began cross-examination when the hearing re- 
sumed. He asked Mr. Donnelly if, considering them apart from 
revenue needs, the rates in the western district were not really 
high. The witness answered that he could not consider the 
rates apart from the revenue needs, but that while revenue 
needs were important in considering rates, they were not abso- 
lutely determinative of rates. 

Mr. Benton asked if, in considering the request for the 5 
per cent increase, the prosperity of the country had been taken 
into account—that is, how would the increase affect national 
prosperity. The witness answered that it had been, and when 
Mr. Benton asked if the rate advance would result in agricul- 
tural depression, Mr. Donnelly said that, under existing condi- 
tions, he thought not. 

Mr. Benton asked about the conditions of the wheat growers 
in Canada as compared with those in the United States. He 
wanted to know if it was true that the American wheat grower 
did not have as favorable rates as the Canadian farmer and 
so was handicapped to the extent of the difference in competi- 
tion in the world market. Mr. Donnelly admitted that the Cana- 
dian farmer had more favorable rates. 

Mr. Benton asked whether or not the capital of the rail- 
roads had been wisely invested. Mr. Donnelly smiled and said 
he thought there had probably been mistakes made, but that, 
for the most part, it had been invested wisely. The representa- 
tive of the state commissioners explained that what he meant 
was that the whole case of the carriers so far seemed to be based 
on the return needed on their investment accounts and what 
he would like to know was whether or not a set of railroads 


that could not earn their necessary returns were worth their 
estimated value. 


Mr. Aitchison interrupted the cross-examination to ask that 
Mr. Benton try to elicit more actual information. 

Mr. Benton: “Well, I will not continue on that line since 
the chairman has a a 

Chairman Aitchison: 

Mr. Benton: 
think you are.” 

After saying further that he thought what he was trying 
to get at was important, but that he would abandon it, he con- 
tinued on another line. He asked whether, if the roads should 
get the increase they sought, there would be another sought 


later. Mr. Donnelly said he would not care to answer that 
question. 


“Am I wrong?” 
“With all due deference to your honor, I 


Potter Plan Discussed 
Then Mr. Benton brought the Potter plan in. He asked Mr. 
Donnelly whether or not he favored it, although the question 
as couched did not mention the “Potter Plan” by name, refer- 
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ring to it as the plan for pooling and distributing an increage, 
Mr. Donnelly said he did not favor it. 

Mr. Benton asked why not, since, under it, the Northery 
Pacific would gain more. Mr. Donnelly said he was not go 
sure that it would. Mr. Benton asked him what he meant, ang 
he said that the Potter plan, as presented to the public, hag 
always been explained with reference to the net operating ip. 
come of the railroads in 1924. He said it was hard to belieyg 
that a workable plan might be based on one year, or, if 0, 
that 1924 was the proper year. 

To a further question, Mr. Donnelly said the Norther 
Pacific might gain more from the Potter plan—and he was em. 
ploying that name for the proposal of Mark W. Potter—baseq 
on the net operating income of 1924. 

Then Mr. Benton wanted to know if Mr. Donnelly was look. 
ing forward to a time when to use 1924 as a basic year would 
not be as advantageous as the straight 5 per cent increase— 
when, for example, the Northern Pacific might be making more 
nearly a fair return and have the 5 per cent advance ag an 
additional advantage. 

In reply, Mr. Donnelly called the Potter plan “socialistic anq 
impossible,” saying that it was a long step in the direction of 
government operation which the railroads had been against for 
so long, and that he did not favor it. 

Mr. Aitchison, at that point, interrupted to remark that the 
cross-examination was not proper, since there had been no 
direct testimony about the Potter plan, and that he would ask 
cross-examination along that line to cease. 

Mr. Benton’s next questions were in regard to the passenger 
traffic, and he asked what the road was doing about its losses, 
He wanted to know whether it had investigated the feasibility 
of operating busses and trucks. Mr. Donnelly said it had, but 
the busses and trucks were not used by the road because it was 
considered unwise to do so. 

Of the problems of balancing freight and passenger serv- 
ice, Mr. Donnelly said it was necessary to render both services 
to the public, and that, if means could be devised of distribut- 
ing the burden to be borne on the freight and passenger traffic 
fairly, the solution would be a happy one. He said he did not 
see how it was very well possible further to increase passenger 
revenue and that, if it could not be, the freight traffic would 
have to bear the burden. 

He was asked whether he would persist in that view even 
if the Commission said that freight was paying its share, and 
he answered that he would. 

J. N. Teal, of Portland, Ore., for the West Coast Lumber- 
man’s Association, asked Mr. .Donnelly if he was not taking 
rather a melancholy view of the passenger traffic situation. The 
witness replied that possibly he was. Mr. Teal asked if there 
could not be some economy made in the operation of trains 
between Chicago and the Twin Cities, and when he explained 
that on all roads there were something over 40 trains a day, Mr. 
Donnelly said he thought there might be some economy there. 

Mr. Teal wanted to know if it was not true that the 5 per 
cent increase would give the Northern Pacific $3,671,000 an- 
nually, and Mr. Donnelly said it ‘would. Next Mr. Teal asked if 
it was not true that fourth section relief, if granted, would give 
the road something like $15,743,000, and he also asked if the 
president of the Northern Pacific had not written as much in 
a letter to a member of Congress. 

Questions from Chairman Aitchison indicated a lack of 
clarity in what Mr. Teal was after. 


Mr. Teal: “Somebody seems to be dense around here.” 
Chairman Aitchison (after the uproar of laughter had sub- 
sided): “I may be dense, but .. .” 


Mr. Teal: “I won’t use that as an argument .. .” 

And the room was again in an uproar. After order had been 
restored, Mr. Teal made his point clearer—that the increase 
gained under the fourth section relief would harm no one and 


help the Northern Pacific a lot, while the 5 per cent increase 
might be a burden to the shipper. 


S. H. Cowan, representing live stock interests of the south- 
west, was the next to take a turn with Mr. Donnelly. He asked 
whether or not the building of the Milwaukee road had not af- 
fected the Northern Pacific, and was told that the Northern 
Pacific could handle more business and that the owners and 
officers of the Northern Pacific were not especially pleased to 
see the Milwaukee built. He said, also, that the business in the 
northwest could be handled with less equipment and track. 


Mr. Cowan asked if the railroads should not stand the 
burden of a loss if it were true that a terrible misfortune had 
befallen the railroads and the country. Mr. Donnelly made his 
reply in the form of a reference to the transportation act, saying 
that the Commission was directed to see that the roads had a 
fair return. Chairman Aitchison interrupted him and said that 
he was speaking of a matter of law, and that it was hardly proper 
for him to do so. 

Mr. Donnelly replied that he was not anxious to follow the 
line of inquiry made by his cross examiner. There was little 
cross examination of the witness after that and he was excused, 
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September 12, 1925 


the hearing being adjourned until 9 o’clock, standard time, Sep- 
tember 10. 


W. H. Bremner a Witness 


If it had not been for the heavy reductions in freight rates 
made by the Commission since 1920, the Minneapolis & St. Louis 
would not now be in the hands of the receiver, according to 
w. H. Bremner, receiver of the M. & St. L., who was the first 
witness, September 10. 

He said that if rates had not been lowered in 1922, the road 
he represented would have made 4.12 per cent in 1923 and 
would not have suffered a deficit of $957,000 in 1924. However, 
as a result of the Commission’s action, the road only had a 
return of 1.85 per cent in 1922 and 1.27 in 1923. Average freight 
charges, he.said, were only about one-third greater in 1924 than 
in 1915, which represented an increase that was totally inad- 
quate when compared with the increases in the prices of ma- 
terials, supplies, taxes, and labor. 

He cited examples of increased costs, testifying that ties 
had increased in the period named about 115 per cent in cost. 
Coal had gone up about 90 per cent, he said, and bar iron ap- 
proximately 86 per cent. He said he might give any number 
more of examples of increased costs of materials that had gone 
higher to a degree altogether out of proportion to the rates at 
which transportation was sold. On the subject of increased 
labor costs, he said, the total of the pay roll in 1924 was 119 
per cent over what it was in 1915. Taxes showed an increase 
of 66 per cent. 

He said that, in 1915, the M. & St. L. earned a net railway 
operating income of $2,710,000 and in 1916, $2,912,000, or approx- 
imately 4.8 per cent, on its investment. However, in 1923, it 
earned only $825,000, or 1.3 per cent, and in 1924 had a deficit. 
Had the freight rates in 1924 been the same as in 1921, the road, 
he said, would have earned $1,297,000. ; 

He said the road was now generally looked on as one of 
the weaker carriers of the northwest, when, only a compara- 
tively short time ago, its stock was selling above par. From 
the figures he had given, he said it was clear that, before the 
great changes in the relation between the rates which the rail- 
roads were permitted to charge and the costs of the various 
units necessary to be used in furnishing transportation, the 
M. & St. L. was in no immediate danger of going to the wall. 

Unless the road was allowed sufficient income, he testified, 
to permit it to be properly equipped and to operate in an effi- 
cient manner, the large industrial population that it served— 
and it served exclusively a population of 1,087,883, he said—as 
well as a large agricultural population, would be seriously in- 
convenienced. 


In his opinion, the only method by which the additional 
revenue needed could be gained, not only by his road, but by 
all those of the northwest, was by increased freight rates. 

“What freight rates? The rates in California?’ Commis- 
sioner Aitchison interrupted to ask. 

“Not those in California to help the M. & St. L.,” the witness 
answered. 

Mr. Bremner said that the rates of the northwestern roads 
needed to be increased. Mr. Aitchison asked what the witness 
had to suggest that might help the Commission, and Mr. Brem- 
ner replied that the present application for a 5 per cent increase 
was what he was testifying for. 

Chairman Aitchison asked if he, thought the roads in the 
northwest should be grouped separately, and Mr. Bremner 
answered that there was no doubt that a separate grouping 
would be of benefit. 

Mr. Aitchison asked if the witness had any concrete pro- 
posal to offer toward a separate grouping and Mr. Bremner said 
he had not. 

“Do you know of any such proposal?” asked Mr. Aitchison. 

The reply was that the witness did not, but that he had 
heard rumors of some such proposal. 

“Oh, you’re going to help us out, then, are you,” the chair- 
man exclaimed. 

“When this record is complete, I think there will be in it 
enough to justify the Commission if it should consider such 
Separation advisable,” Mr. Bremner said. 

. Mr. Aitchison inquired whether the witness thought it fair 
to leave the baby on our doorstep” in that manner. With that, 

pee on who had completed his testimony, left the witness 
and. 


Aishton a Witness 


_ R. H. Aishton, president of the American Railway Associa- 
tion, was the next witness. The burden of his testimony went 
toward establishing the fact that the roads were efficiently and 
economically operated. He spoke first of the pledge taken by 
the railroad executives in January, 1923, to provide more effi- 
clent transportation and to establish the best of service, and 
then told of the record made in 1923. He said that up to date 
in 1925 the roads had handled the largest number of carloads 
of freight ever transported in any similar period and, further- 
more, that, with traffic at such a peak, the roads were oper- 
ating with the greatest economy and efficiency ever shown. 
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He said that, despite the fact that from January 1 to August 
15, 31,345,000 cars of revenue freight were loaded, over a million 
more than in that period of the banner year, 1923, there had 
been at all times an ample surplus of both freight cars and loco- 
motives. 

The evidence he had given thus far related to all roads of 
the country, but he turned his attention to the western roads in 
particular and said that the described increase in efficiency and 
economy was shown by these roads in that they had reduced 
their fuel bill in the freight service by almost $18,000,000 in 1924 
as compared with 1920, through reducing the amount of coal re- 
quired to perform the same unit service. In the passenger serv- 
ice there was a corresponding saving of about $4,000,000. He 
said those savings did not include any due to changes in traffic 
or to reductions in the price of coal. 

Loss and damage payments, he said, had been cut almost 
two-thirds since 1920, when payments amounted to approximately 
$55,000,000. That had been reduced to $19,000,000 in 1924 on the 
western roads. Freight cars per train on the western roads, he 
said, had been increased from 34.8 in 1920 to 40.5 in 1924; net 
tons per train, from 610 to 639; average freight train speed, from 
11.1 miles per hour to 12.1 miles, and average freight car miles 
per day, from 28.1 to 28.9. He entered exhibits to show these 
facts and referred to his exhibits to demonstrate the capital ex- 
penditures made by the roads in the last three years. He said 
the roads had spent $1,421,000,000 in buying new equipment and 
$942,000,000 in additions and betterments to their roadway and 
structures. Through these expenditures there had been put into 
service, he said, 8,728 new locomotives and 534,508 new cars be- 
tween January 1, 1922, and August 1, 1925. He entered statistics 
to show that 2,760 miles of new track had been constructed in 
the last three years. Of this, 1,664 miles had been constructed 
in the western district, he estimated. Total operating expenses, 
he showed, were reduced on all class 1 roads from over $5,800,- 
000,000 in 1920 to $4,507,845,037 in 1924. In the western district, 
he said, there was a reduction of $515,730,612 in the total operat- 
ing expenses in that time. 

In concluding his testimony, he said that, in the matter of 
increasing the adequacy of transportation and the efficiency and 
economy of operation, the railroads were leaving no stone un- 
turned. They desired, he said, to provide the greatest measure 
of efficient service to their patrons with the greatest measure of 
economy ever known. 


F. J. Lisman Testifies 


F. J. Lisman; of the reorganization committee of the M. & 
St. L., was put on the stand next for the carriers, because he 
said he would be unable to appear later. He also said he desired 
to be cross examined at the present time. 

He said that under the present rates it was utterly impos- 
sible to effect any rehabilitation of the M. & St. L. He said there 
had been a constant shrinkage since 1915 in the value of the 
road’s securities, and, in fact, of the six large railroads in the 
northwest, there had been a shrinkage in that time of about a 
billion dollars. The market value of the M. & St. L.’s securities, 
he said, was now around $14,500,000 as compared with $40,000,000 
in 1915. 

He said one trouble with the rate structure was that the 
Commission had always given the benefit of the doubt in con- 
troversies to the shippers and never to the railroads. When it 
reduced the rates several years ago and said that the roads 
would be able to make up more than the difference, the Com- 
mission was counting on a prosperity that failed to materialize. 
As to the possibility of increasing the revenue under the present 
structure, he said the gross might be raised but never the net. 

He pointed out that the Commission was faced with two of 
the largest roads in the northwest in the hands of receivers, the 
Milwaukee and the M. & St. L. He said that, as for the 5 per 
cent increase, he looked on it as quick aid for the injured, but 
that it would be far from adequate to earn for the road a fair 
return. 

Chairman Aitchison asked him whether or not the 5 per 
cent increase in rates would make this task of rehabilitating the 
M. & St. L. any more feasible and the witness replied that it 
would make the job easier, but would not give the road the re- 
turn it should have. 

The witness was then turned over to John E. Benton for 
cross examination. Mr. Benton asked if the witness thought the 
Commission ought to make rates that would give the carriers 
a fair return. Mr. Lisman said that he so understood the law. 

Mr. Benton then inquired if he would hold to that view even 
if it meant that, by granting the 5 per cent increase, some of the 
lines—say those in the southwest—might get more than a fair 
return. Mr. Lisman said that he thought the northwestern car- 
riers should be enabled to gain a fair return. 

Mr. Lisman referred to the Hoch-Smith resolution, appar- 
ently interpreting it to mean that the investigation of freight 
rates was the primary intent of it, and Mr. Benton asked him 
whether or not he was aware that the Hoch-Smith resolution 
was directed to the interests of agriculture and livestock. 

Mr. Lisman: “I believe there is an intimation of that, but, 
frankly, I think the Hoch-Smith resolution is bunk.” 

When the- tumult following that remark had quieted, there 








580° 


was a little further questioning of Mr. Lisman and he left the 
stand. 


Cenrad Spens on the Stand 


Conrad E. Spens, vice-president in charge of traffic, the 
Burlington, was the next witness. He proceeded to present the 
detailed rate plan of the western carriers, which he had read 
at the first day’s hearing. After presenting the outline of the 
plan, he spoke of the request for an increase as follows: 


The carriers in the Western Group have been very reluctant to 
apply to the Interstate Commerce Commission and to the State 
Commission for relief through an advance in rates to be paid by the 
public, and have patiently awaited the fulfillment of the belief ex- 
pressed by the Interstate Commerce Commission in Increased Rates, 
1920, and again in Reduced Rates, 1922, that, under efficient and 
economical management, and anticipated expansion of traffic, the 
apparent shrinkage in revenues might be more nearly equalized. 
This result, however, has failed to materialize and the carriers, there- 
fore, concluded that, in the interest of the public at large, in the 
interest of continuance of adequate service, and in the interest of 


the owners of the properties, this application for some relief had 
become obligatory. 


While, under the law, the carriers are justified in asking an 
increase that will yield the fair return, and the duty of the Com- 
mission is to adjust the rates to correspond “as nearly as may be;” 
and while the formal application of these carriers now on file with 
this Commission contemplates a readjustment that will produce the 
fair return, the carriers have since decided to modify their original 
petition, and, in lieu of asking an increase, approximately, of eleven 
per cent in their present freight revenues, do hereby amend that 
petition by suggesting a very modest increase, approximately, of 
only five per cent. The situation as to these carriers as a whole 
has become so acute that, in their judgment, an emergency exists 
and relief should be forthcoming with the least possible delay. Fur- 
thermore, the carriers do not suggest an advance that might, pos- 
sibly, in any instance affect the free movement of nay traffic, al- 
though it is their judgment, based on experiences connected with ad- 
vances in the past, that even an eleven per cent advance would not 
have this result. The greater advance would, however, undoubtedly 
provoke greater opposition, with resultant greater delay in decision 
by the Commission, while the lesser advance, we believe, cannot in- 
vite legitimate criticism, and should lead to a speedy adjustment. 
It is the hope of the carriers that an early grant of this modest re- 
quest, together with favorable consideration in some individual re- 
adjustments now pending, coupled with the expectation that there 
may yet be some expansion of traffic, will obviate the necessity for 
any further general increase at this time. Therefore, reserving all 
of our legal rights, and relinquishing none, this modified program 
is submitted. It will be appreciated that this modified program con- 
templates the restoration to these carriers of less than one-half of 


the rate reducions effected by the Commission through their decision 
in Reduced Rates, 1922. 


He went on to show the decline in passenger revenue, before 
the taking effect of the specific increases. He introduced an 
exhibit to show that the revenue passenger miles in 1924 in the 
Western district were less than in any of the nine previous years. 
The decrease in 1924 was, he said, 5.8 per cent, compared with 
1911, and 6.9 per cent compared with 1923. As compared with 
the same period in 1924, he said, in the first six months of 1925 
the passenger revenue decreased 10.16 per cent. 

He said that, while figures in his exhibits showed a slight 
reduction in the four-year period following the war in train 
miles of passenger trains and an increase in the gross revenue 
of about 43 per cent, the latter increase, in his judgment, had not 
been commensurate with the increase since the war in operating 
expenses applicable to the passenger service. In concluding 
what he had to say in the matter of passenger revenue, he said 
a careful study of passenger traffic indicated that, while there 
was a decline in the normal movement all along the line of west- 
ern carriers, the greater loss was for shorter distances, evi- 
dencing a diversion of traffic to public and private highway 
vehicles. Therefore, he said, the carriers took the position that 
it was futile and unwise to suggest at this time any change in 
the standard of passenger rates. 

He testified as to an estimate of additional revenue that 
would result from the adoption by the federal and state com- 
missions of the carriers’ specific rate program. He said that, 
based on the earnings and volume of tonnage transported in 
1924, it is estimated, as closely as is possible, that if this rate 
program were adopted, assuming equality of tonnage, the result 
would represent an increase, approximately, of $89,528,210 in 
the net revenues of the carriers in the western group, or an 
increase as compared with 1924 of 5.4 per cent. The total net 
railway operating income, reflecting this increase, would repre- 
sent a net return of only 4.66 per cent on the book investment 


account of these carriers as of December 31, 1924. He con- 
tinued: 


This proposed increase of $89,528,210 in the net earnings is ar- 
rived at by applying to the tonnage originating on western lines the 
specific advances proposed as to certain commodities and applying 
the five-per cent to the earnings on the remaining miscellaneous 
tonnage. 


The individual figures as to each item are as follows: 
On grain 


EA RE ES ee re ee ren eee agree «+++ $8,840,648 
I, cc cnusuewekemeede hele CtletalNneesleemneeeveweeen 2,542,868 
Lime and plaster ........-e.e0. ES en vawneseen pamaGumanae - _ 333,402 
CUGE BEE CORES cc ccicccccececccscces He stheer nde ese ee Mnee eee 8,683,534 
Clee, BUAVGl, GONE ONE CFUBNSE SONGS... cccccccsvcccccccecsece 3,518,104 
SN eed daar iia ratad aares aie wecare-e see nee viene ON nea e ee eee 9,048,500 
UIE WIN. okk co6nkc scweensiecvewrceeseeseceees 798,137 
IES Suidhs aca adh oer ela POSE Ode URE R Cp wakwan guleal 1,603,112 
MEE wenaceeenhedednmakeeweseusad sees Vasiateenceseceeweecnen 54,158,905 





$89,528,210 
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However, as stated, this figure of $89,528,210 is only an approxi. 
mate figure and represents an amount in excess of what the actual 
returns might be. For instance, we have shown that the applicatio, 
of a fifteen cent per ton advance to the tonnage of coal and coke 
originating on western lines would yield an increase in revenue 9; 
$8,683,534. But, to secure this result a corresponding advance in 
the rates on bituminous coal from eastern territory to importap; 
terminals competitive as between eastern and western lines, like 
Chicago, Peoria, and St. Louis, would be necessary, as unless this 
can be accomplished no advance would be advisable in the presen; 
rates on western coals to these important markets, and certain 
intermediate territory would also be affected. The importance g 


this anticipated default in the coal program is evidenced by the 
fact that, in 1924, there were 11,829 


829,581 tons of coal shipped from Ij. 
nois mines to the Chicago district and 5,600,925 tons to the St. Louis 
district, or a total of 17,430,506 tons, of which the lines parties to 
this position contributed 6,610,467 tons to Chicago and 2,849,795 tons 
to St. Louis, or a total of 9,460,262 tons. 

On lumber, the proposed advance is two cents per hundred pounis, 
while the tonnage originating, on which basis the proposed increase 
of $9,049,500 was calculated, includes all tonnage regardless of des. 
tination. No advance is practicable to eastern or southeastern terrj- 
tories without a similar advance in the rates from southeastern ter. 
ritory; and furthermore, as to certain eastern trunk line territory 
no advance could be made in the rates from Pacific Coast on ao. 
count of water competition. In addition, no advance is probable ip 
in the rates to Chicago, St. Louis, or other territory not directly 
controlled by western lines, unless a corresponding advance can 
be effected in the rates from the southeast. 

It is evident from these deductions that must be made and those 
that may be made, that the actual increase in revenue on this com. 
modity will fall considerably short of the estimated figure. 

All of the estimated figures as to resultant increases in revenues 
include, of course, both state and interstate traffic, and to secure 
the meager increase we have proposed, uniform governmental ac. 
tion is a requisite. In the instance of clay, gravel, sand and crushed 
stone, the bulk of this tonnage is intrastate, and the traffic in these 
commodities is very heavy, constituting in 1924, 9.67 per cent of 
the total tonnage of all carload freight handled by carriers in the 
western district, although constituting but 2.73 per cent of the total 
earload freight revenue. 

In the matter of rates on commodities to and from Trans-Con- 
tinental territory on which no advance is proposed in some instances, 
and an arbitrary advance in others, no tonnage figures are available, 
and, therefore, no attempt has been made to eliminate this particular 
tonnage from the miscellaneous tonnage on which we are asking an 
advance of five per cent and, therefore, to this extent will the esti- 
mated increase in dollars and cents also constitute exaggeration. 

We have submitted this explanation of the modifications that in 
some instances may be, and that in other instances will be, neces- 
sary in our specific rate plan, coupled with resultant modifications 
in the increased revenues that the plan will yield, all of which clearly 
indicates that the proposed readjustment, at least will not produce 
an increase in excess of five per cent in our present freight revenues, 

In the event that this Commission, should in its wisdom, decline 
to grant the various specific increases that we have suggested, we 
do most seriously and earnestly beseech this honorable Commission, 
that any different readjustment it may allow, shall be so based, that 
it will reflect at least as great an increase in the net revenues of 
these carriers, as is proposed in this petition. And to the extent 
that we may with propriety do so, would we express the hope that 
there may be that co-operation between the Interstate and State Com- 
missions, that will lead to uniformity of action, which, from every 
angle, is most important and desirable. 


Hoch-Smith Resolution 


Mr. Spens then turned his attention to the Hoch-Smith 
resolution and said that, in answer to the suggestion of Con- 
gress, perhaps a general readjustment in the rate level was in 
order because of the introduction into rate making of the con- 
sideration of the economic condition of industry that freedom of 
movement might be promoted, the western roads wished to 
point out that, in the establishment of voluntary rates by the 
carriers, this particular feature, as well as the usual features 
governing rate making, had received proper consideration. 

He said roads existed by the sale of transportation and that 
they could not thrive unless they did consider rates that would 
promote freedom of movement, nor could they provide the de- 
sired quality of product when the capacity of their plant was at 
low ebb. He said the fact that the tariffs were replete with 
commodity rates was an indication of the fact that rates were 
made lower than general class rates in order that commodities 
might move freely. He said that to make any other basis of 
rates than that which would yield some profit and at the same 
time permit free movement of tonnage, would mean the adop- 
tion of some so-called scientific basis. He said the western 
roads claimed that their rates today, as made by them, were 
commercially scientific and that it was on actual commerce they 
depended for their existence. He continued as follows: 


Western railroads were built primarily to promote and develop 
production of the soil, including fhe live stock industry. There was 
no particular tonnage of other character to attract pioneer con- 
struction, and, as a matter of fact, there are today in the western 
territory great areas of land that produce only a minimum amount 
of other tonnage, and therefore, these western railroads are very 
largely dependent for their livelihood upon the free movement of 
soil products and live stock. These items constitute a very large 
proportion of their total tonnage and of their total earnings. For 
instance, in 1923, according to the Bureau of Statistics of the Inter- 
state Commerce Commission, products of agriculture in the Western 
district represented 16.88 per cent of the grand total tonnage handled 
and 22.2 per cent of the total freight revenue. Live stock, proper 
(not including products), represented 2.72 per cent of the grand total 
tonnage and 4.7 per cent of the total freight revenue. The two items 
combined represented 19.60 per cent of the total tonnage and 24.92 
per cent of the total freight revenue. 

n 1924, the products of agriculture represented 18.98 per cent 
of the grand total tonnage and 24.82 per cent of the total freight 
revenue. Live stock represented 2.75 per cent of the total tonnage 
and 4.80 per cent of the total freight revenue. Combined these two 
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s represented 21.73 per cent of the total tonnage and 29.62 per 
cent of the total freight revenue. : 
When it is considered that, in 1923, in the Eastern District, prod- 
ts of agriculture and live stock combined represented only 6.38 
pes of the total freight tonnage, and 9.2 per cent of the total 
p ight revenue, and in 1924 7.05 per cent of the tonnage; and that 
ag Southern District, in 1923, the two items combined represented 
pte 9 per cent of the total tonnage and 15.7 per cent of the total 
freight revenue, and in 1924 8.69 per cent of the tonnage (revenue 
figures for 1924 not being available for either of these districts), 
atively much greater importance of the tonnage of, and earn- 


item 


an oth these commodities to lines in the Western District is readily 
appreciated. There can be no reduction in the rates on these com- 


modities without it becoming at once a matter of very grave con- 
cern to the carriers comprising the Western Group. bate 

By General Order No. 28 of the United States Railroad Administra- 
tion, effective June 25, 1918, commodity rates on wheat were increased 
95 per cent, but not exceeding an increase of 6 cents per cwt., and 
rates on other grains, including grain products, were placed on the 
wheat basis. Rates on live stock were increased 25 per cent, but not 
exceeding an advance of 7 cents per cwt. The rates on all other 
traffic were advanced 25 per cent, with the exception of a few com- 
modities on which arbitrary advances were directed. 

By order of the Interstate Commerce Commission in Ex Parte 
14, effective August 26, 1920, rates on grain, grain products, live stock, 
and on all other commodities were advanced 35 per cent within the 
Western Group, 25 per cent within the Mountain-Pacific group, and 
33% per cent between these groups. 

By order of the Interstate Commerce Commission in Rates on 
Grain, Grain Products and Hay, 64 I. C. C. 85, rates on wheat and 
hay were reduced by one-half of the increased authorized in Ex Parte 
14, while rates on Coarse grains were made 90 per cent of the reducd 
rates on Wheat; in other words, in the Western Group, the rates 
authorized by the Commission on August 26, 1920, on wheat and 
hay were reduced by the Commission, effective in January, 1922, 13 
per cent on wheat and hay and 21.7 per cent on coarse grains. 

As to live stock, in National Live Stock Shippers’ League vs. 
a. T. & S. F. Ry. Co., 63 LC. C. 107, decided August 3, 1921, the 
Commission recommended to western carriers that the rates be 
reduced 20 per cent, down to a minimum of 50 cents per cwt., which 
recommendation was adopted. In addition, the carriers offered fur- 
ther relief to shippers as a temporary measure, by reducing, for .a 
period of six months, their rates on live stock by 10 per cent which 
had not already been reduced at least 10 per cent and up to 20 
per cent. In Reduced Rates, 1922, the Western carriers were required 
to continue these reductions in effect. 

From these statements as to rate changes, it will be noted that, 
generally stated, the rates on wheat and its products, as well as 
hay, in the Western Group, are now only 117.5 per cent, the rates 
on coarse grains 105.75 per cent, and the rates on all other commod- 
ities 121.5 per cent of the corresponding rates in effect at the end 
of Federal control, excepting that on live stock the increase is less 
than the 121.5 per cent on other commodities, due to the 20 per cent 
reduction in the rates for the longer hauls. And in General Order 
No. 28 the advance in rates on grain and its products, also on live 
stock, was also less than on other commodities due to the maximum 
advances permitted of 6 cents on grain and 7 cents on live stock. 

It is evident that the principal items covered by the Hoch-Smith 
Resolution have already received preferential treatment, as com- 
pared with other commodities, and that the present rates are the 
lowest possible rates that can be established in comparison with 
existing rates on other commodities, as well as taking into considera- 
tion the economic condition of industry. : 

In Docket No. 14393, Public Utilities Commission of Kansas vs. 
A, T. & S. F. Railway, decided October 11, 1923, and again in Docket 
15263, in the Matter of Rates and Charges on Grain and Grain Prod- 
ucts, decided July 10, 1924, the complainants appeared to rest their 
case very largely on the economic condition of the grain industry; 
particularly was this true as to the latter case, and in that case, in 
their decision, the Commission stated that, in considering the rea- 
sonableness of rates, the economic condition of an industry might 
be relevant, as bearing on value of service to industry, but taken by 
itself could not be accepted as controlling, and in both of these cases, 
the latter being decided less than six months before approval of the 
Hock-Smith Resolution by Congress, the Commission held that the 
present rates on grain and its products were just and reasonable, 
and were ‘‘not contributing more than their fair share to the reve- 
nues of the carriers in this group.” 

So far as freedom of movement is concerned, we have yet to learn 
of a single instance where, under the rates of General Order No. 28, 
the higher rates of Ex Parte 74, or the reduced rates in effect to- 
day, any grain or live stock intended for shipment has failed to move 
on account of these freight rates. And if our petition for advanced 
rates is granted, grain and live stock will still continue in their 
relative position as to other commodities of having incurred a less 
advance since pre-war days than other items of commerce. 

In Docket No. 15686, American National Live Stock Association 
vs. the A. T. & S. F. Ry. et al., which is now pending before the 
Commission, and in which the effect of the Hoch-Smith Resolution 
upon live stock is being considered, we are contending that the evi- 
dence requires a 20 per cent advance in live stock rates to conform 
to the requirements of law. We believe that the evidence here sup- 
ports our conclusion as to the ultimate basis of live stock rates in 
this territory. Our present request for an emergency advance of 5 per 
nl without prejudice to our position on this more detailed 
2ec e 

While the Hoch-Smith Resolution emphasizes the propriety of 
considering the economic condition of industry in the adjustment of 
rates, in so far as it is legally possible to do so, we do not under- 
Stand that the purpose of this Resolution is to eliminate all other 
customary factors that enter into the making of rates. If this were 
true a most deplorably chaotic situation would ensue. A prosperous 
industry might be asked to pay rates that from every other stand- 
Point would be too high, in order to help out some less fortunate 
industry, the railroad to_be used as the channel through which to 
Salance the accounts. In the event all industry should be de- 
pressed, God help the railroads! 


SECURITY HOLDERS APPEAR 


An appearance was entered at the hearing in Docket 17000 
and Ex Parte 87 for the holders of about $200,000,000 in secur- 
ities of railroads in the northwest and committees of shippers 
in support of the northwestern railroads in their plea along with 
the other western carriers for an increase in rates. It was 
entered by William C. Osborn and Grenville Clark, as attorneys. 
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The attorneys issued a statement, saying that they repre- 
sented committees in Boston, New York, and Hartford, and in 
Virginia and Georgia. Also they represented committees of 
security holders and shippers in Chicago, Minneapolis, St. Paul, 
Seattle, and Los Angeles. The statement said that there was a 
widespread alarm among investors in the northwest railroads 
for the safety of their investments and called attention to a 
loss of over $500,000,000 by Milwaukee security holders, meas- 
ured by the present market value. It also pointed out the 
failure of roads in the northwest to earn a fair return over a 
period of some years. 

Other financial interests represented at the hearing are the 
Bondholders’ Protective Committee of the C. M. & St. P., and 
Kuhn, Loeb & Company, and the National City Company, re 
organization managers of the C. M. & St. P. 


INVOKES HOCH-SMITH RULE 


The Traffic World Washington Bureau 


Application for reconsideration of the evidence submitted in 
I. and S. No. 2375, canned foods from Minnesota, Wisconsin, etc., 
to eastern seaboard and Canadian points, 101 I. C. C. 502 (Traffic 
World August 29, p. 461), and cases joined with it for hearing 
and report, has been made by Edward S. DePass, chairman of 
the traffic committee of the National Canners’ Association, chair- 
man of the traffic committee of the Evaporated Milk Association, 
counsel for the Wisconsin Pea Packers’ Association, and traffic 
manager for the Carnation Milk Products Company. He asserted 
that the advances allowed by the Commission amounted to al- 
most 100 per cent of those proposed by the carriers. 

“The canned foods of Wisconsin, principally peas and milk,” 
the petition says, “are not luxuries but are necessary, staple, ar- 
ticles of food, used by the masses; they are products of agricul- 
ture as contemplated in the Hoch-Smith resolution; the freight 
rates authorized by the Commission will not permit these com- 
modities freely to move and conditions prevailing in the canning 
industry of Wisconsin do not justify either the adjustment of 
freight rates proposed by the carriers or that authorized by the 
Commission. 

“We respectfully request that the Commission reconsider all 
the evidence in the case, with due regard to comparisons with 
other commodity rates; to competition; to volume of movement; 
to investment; to the length of time the present rates have been 
in effect; to disposition of increases that may be authorized if 
any; and to conditions in the canning industry of Wisconsin in 
accordance with the Hoch-Smith resolution.” 

Mr. DePass said the protestants had shown that the present, 
as well as the proposed, commodity rates were far in excess of 
what the C. F. A. scale would amount to if extended from Wis- 
consin points to eastern trunk line territory; that production and 
traffic density of canned foods in Wisconsin were greater than in 
any state other than California and the carriers’ proposal would 
ruin “this great Wisconsin industry.” 

“The Commission, apparently, gave no consideration to any 
of the protestants’ testimony but based its decision almost en- 
tirely upon the carriers’ pleas for additional revenue, despite the 
fact that an application of the carriers for increases to provide 
additional revenue is now before the Commission (Ex Parte 87),” 
says the petition. 

Among the other things in the petition is an allegation that 
if the new rates are permitted to become operative the divisions 
to the Wisconsin lines, in some instances, will be higher than 
their local rates, although the present divisions approximate the 
local rates. One instance is shown of the division out of the 
rate of 66.5 cents from Fond du Lac to New York, greater than 
the local from Fond du Lac to Milwaukee, the division amounting 
to 20 cents and the local rate to 15.5. C. M. & St. P., I. C. C. 
No. B-4872, is cited as authority for the rate complication on that 
point. 


RAILROAD ECONOMIES CHARTED 


The Trafic World New York Bureau 


A chart, showing the difficulties overcome by American 
railways since the war and the economies they have been able 
to effect, has been prepared by the National Industrial Confer- 
ence Board. In explanation of the chart the board issued the 
following statement: 





The achievement of railroad management in conquering the 
chaotic conditions that were the aftermath of war emergency was a 
task no less stupendous than the conquest of the western wilderness. 
During war time, the object was delivery; cost was a secondary con- 
sideration. Wages were raised, equipment costs went up, taxes in- 
creased, and the balance sheets of the carriers were sadly dislocated. 
Moreover, restrictions were placed on earnings by the transportation 
act of 1920, but few roads, laboring under the consequence of war 
regime, ever earned even the 6 per cent of ‘fair returns’’ permitted, 
later scaled down to 5% per cent. 

Under such circumstances, financing became difficult, and the 
future looked dark. So the railroad executives set out to recover 
lost ground by economies and operating efficiency. It is the progress 
made by them from 1920 to 1925 along these lines that looms as one 
= — most important and instructive chapters in transportation 

story. 

What has been accomplished in these five years, and how it was 
done is a long story, dealing principally with increasing efficiency in 
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the utilization of equipment and labor, elimination of waste and in- 
creasing general operating efficiency through wise, carefully planned 
expenditure of capital. The results are graphically portrayed in a 
chart prepared by the National Industrial Conference Board, bring- 


ing home at a glance the extent of the principal economies effected 
in operating costs. 


Railroad performance is measured, technically, in ‘freight ton- 
miles” and “‘passenger car-miles,’’ meaning the number of miles a 
ton of freight or a passenger, respectively, has been carried. Ac- 
cording to the chart, it took in 1920, 197 pounds of coal for every 1,000 
gross freight ton-miles. In 1923, only 183 tons of coal were consumed 
to move the same amount; in 1924, the coal consumed in moving a 


1,000 gross tons one mile was cut down to 170 pounds, a total saving 
of 13.7 per cent. 


In like manner, other items of freight traffic costs were reduced, 
a total saving of nearly a third in the principal items of freight traffic 
costs being effected. One instance standing out as an example of 
what management bent on economy can do is the reduction of loss 
and damage, an item amounting in 1920 to $119,833,127 on Class I 


roads, which in 1924 had been reduced to $41,381,000, equivalent to a 
saving of 62.1 per cent. 


Total operating expenses for Class I railroads in 1920 amounted 
to $5,828,000,000, and in 1924 had been cut to $4,509,000,000, a total 
saving of $1,319,000,000, or about a fourth, which was made possible 
through greater efficiency, economy, and large capital outlay invested 
in larger engines and much new and ifproved equipment, making more 
efficient operating feasible. During the same period, the amount of 
freight carried, measured in freight ton-miles, increased more than 


a third (36.8 per cent); the volume of passenger traffic during the 
same time increased 4.5 per cent. 


While these achievements in economy and efficiency have ex- 
tricated the railroads from what for a time had all the earmarks 
of a crisis, they have also proved of vital benefit to business generally. 
Freight charges were reduced during the period of 1921 to 1924 to an 
extent saving shippers a total of $1,611,000,000 of the amount they 
would have to spend had the 1921 freight rates remained in operation. 


HARD COALERS ASK CHANGES 


The Traffic World Washington Bureau 


Carriers, other than originating lines, affected by the Com- 
mission’s order in No. 15006, Rates, Charges, Regulations and 
Practices Governing the Transportation of Anthracite Coal, have 


asked for a modification of the order issued by the Commission 
in this case on July 22. 


They said that, realizing the abnormal conditions now pre- 
vailing as a result of the strike declared by the United Mine 
Workers in the anthracite fields of Pennsylvania, they did not 
at this time present to the Commission a request for a rehear- 
ing or a reargument, so far as the order related to prepared 
sizes (lump, egg and nut) of low volatile soft coal for house- 
hold fuel; but, believing that the evidence and contentions 
which they had theretofore submitted showed that it was not in 
the public interest to establish the rates on prepared sizes 
ordered by the Commission, they were constrained to file a 
formal protest against the rate ordered and to reserve their 
right until such time as to them might seem proper to ask for 
rehearing or reargument. 

The carriers said they respectfully protested the reference 
made by the Commission to the matter of divisions on the coal 
coming within the purview of the order and reserved the right 
to endeavor voluntarily to agree with the other lines affected 
by the order as to the divisions, or, failing a satisfactory adjust- 
ment, to have the matter considered and determined by the 
Commission in accordance with the provisions of law. 

After making that reservation of their rights, the petition- 
ing roads, the Pennsylvania, Baltimore & Ohio, Reading, Long 
Island, Delaware & Hudson, the New Haven, and the Boston & 
Maine, submitted that the order should be forthwith modified as 
follows: 

(a) So as to avoid fourth section departures which would 
be caused by literal obedience to the order in the case of many 
New England destinations for which the Commission gave no 
fourth section authority. 

(b) So as to eliminate destinations south of New England. 

(c) Should the Commission refuse to modify the order so 
as to eliminate destinations south of New England, it should 
be modified so as to provide for a rate to Baltimore and ad- 
jacent destinations higher than that now required by the order. 

The carriers said that to the end that the Commission might 
have time to consider the application it should provide that 
its order should be effective on 15 days’ notice instead of on 30 
days, as now provided. 

The carriers objected to that part of the order requiring 
rates at destinations south of New England, seemingly, on the 
ground that the object of the investigation being to afford relief 
for New England, there was no warrant in the record for estab- 
lishing rates south of New England, but that if such rates were 
deemed necessary they should be made in proper relation with 
rates to Washington and points south thereof in Virginia. They 
pointed out that by the terms of the order the rate to Wash- 
ington would be less than to points in Virginia. They also 
pointed out that the order provided that in no case should the 
rates to points on the New Haven be less than $1.10 per ton 
over the corresponding Clearfield rate, and to points on the 
Boston & Maine not less than $1.35 over the corresponding 
Cumberland-Piedmont rate. They suggested that, where to re- 
tain these spreads, and at the same time avoid fourth section 
departures, rates to the more distant points should be estab- 
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lished at figures exceeding the spreads of $1.10 and $1.35 
Otherwise, they said, that observance of the fourth section 
would require the carriers to make rates lower than thoge 
the Commission had found would be reasonable. They sug. 
gested that the rate to Baltimore should be not less than $3.79, 


REVENUE FREIGHT LOADING 


“More cars were loaded with revenue freight the wee; 
ended August 29 than ever before for any one week on record,” 


says the car service division of the American Railway Associa. 
tion. 


“The total for the week was 1,124,436 cars. This exceeded 
by 12,091 cars the previous high record for any one week made 
during the week of October 24, 1924, when 1,112,345 cars were 
loaded. This also was the third time on record that loadings 
have been in excess of 1,100,000 cars for any week, the other 
two times having been in October, last year. 

“Total freight loading for the week of August 29 this year 
was an increase of 44,329 cars over the week before, increases 
compared with the preceding week being reported in the loading 
of all commodities, particularly miscellaneous freight and coal, 
It also exceeded by 103,627 cars the same week last year and by 


29 


32,286 cars the same week in 1923. 


“This heavy freight traffic is being successfully handled by 
the railroads, with practically no car or motive power shortage.” 


Central Western district: Grain and grain products, 13,639 and 
20,880; live stock, 11,771 and 13,006; coal, 18,467 and 15,798; coke, 
235 and 347; forest products, 13,313 and 11,400; ore, 3,780 and 3,309; 
merchandise, L. C. L., 38,332 and 36,953; miscellaneous, 69,035 and 
68,599; total, 1925, 168,572; 1924, 170,292; 1923, 167,505. 

Southwestern district: Grain and grain products, 4,411 and 5,732; 
live stock, 3,404 and 3,231; coal, 5,959 and 5,541; coke, 157 and 159; 
forest products, 8,831 and 8,812; ore, 788 and 438; merchandise, L. 
c. L., 15,1388 and 14,752; miscellaneous, 37,701 and 33,109; total, 1925, 
76,389; 1924, 71,774; 1923, 71,293. 

Total, all roads: Grain and grain products, 56,684 and 68,593; live 
stock, 31,732 and 32,315; coal, 211,683 and 169,110; coke, 10,338 and 
7,841; forest products, 72,279 and 69,471; ore, 63,075 and 48,923; mer- 
chandise, L. C. L., 264,300 and 247,174; miscellaneous, 414,345 and 377,- 
383; total, 1925, 1,124,436; 1924, 1,020,809; 1923, 1,092,150. 

Loading by districts the week ended August 29 and for the 

corresponding period of 1924 was reported as follows: 
_ Eastern district: Grain and grain products, 8,480 and _ 11,240; 
live stock, 3,084 and 3,086; coal, 54,395 and 42,602; coke, 2,672 and 
1,818; forest products, 5,359 and 5,167; ore, 5,537 and 5,048; mer- 
chandise, L. C. L., 73,151 and 67,887; miscellaneous, 110,055 and 99,382; 
total, 1925, 262,733; 1924, 236,230; 1923, 255,646. 

Allegheny district, Grain and grain products, 3,858 and 3,880; live 
stock, 2,510 and 3,040; coal, 52,812 and 43,990; coke, 4,826 and 3,761; 
forest products, 3,202 and 3,434; ore, 11,522 and 8,800; merchandise, 
L. C. L., 54,016 and 51,057; miscellaneous, 92,419 and 84,526; total, 
1925, 224,892; 1924, 202,488; 19238, 232,741. 

Pocahontas district: Grain and grain products, 254 and 244; live 
stock, 295 and 222; coal, 43,457 and 33,629; coke, 496 and 219; forest 
products, 1,976 and 1,624; ore, 93 and 60; merchandise, L. C, L., 7,153 
and 6,879; miscellaneous, 4,819 and 5,026; total, 1925, 58,543; 1924, 
47,903; 1923, 45,183. 

Southern district: Grain and grain products, 3,762 and 4,310; 
live stock, 2,343 and 2,019; coal, 28,755 and 20,792; coke, 828 and 823; 
forest products, 23,481 and 23,199; ore, 1,375 and 1,321; merchandise, 
L. Cc. L., 42,079 and 39,270; miscellaneous, 54,967 and 48,471; total, 
1925, 157,590; 1924, 140,205; 1923, 137,294, 

Northwestern district: Grain and grain products, 22,553 and 
22,306; live stock, 8,325 and 7,711; coal, 7,838 and 6,758; coke, 1,124 
and 714; forest products, 16,117 and 15,835; ore, 39,980 and 29,947; 
merchandise, L. C. L., 34,431 and 30,376; miscellaneous, 45,349 and 
38,270; total, 1925, 175,717; 1924, 151,917; 1923, 182,488. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January ............ - 4,450,993 4,294,270 4,239,379 
Four weeks in February ........ coos Glee 3,631,819 3,414,809 
Four weeks in March.........cccccee 3,694,916 3,661,92 3,662,552 
Four weeks in April ......... srenuavater 3,721,662 3,498,230 3,764,266 
aee We Oe TD os ecsccccecscivcs 4,854,720 4,473,729 4,876,893 
oo a. Re. eee 3,956,011 3,625,182 4,047,603 
a. sae 3,887,834 3,524,909 3,940,735 
ETO WOO TE DE a nos cncccicics 5,364,010 4,843,997 5,209,219 

EEE [oateninndewne cues couse wanes $3,549,472 31,554,058 33,155,456 


FACILITIES ADEQUATE 


Governor Fuller, of Massachusetts, has been making in- 
quiries in several directions, including the Commission, as to 
whether, in the event the hard coal strike continues for months, 
there will be railroad facilities enough to bring 2,000,000 tons 
of low volatile soft coal into New England in the next seven 
months. The inquiry addressed to the Commission was referred 
to Commissioner McManamy’s office while he was away. 

Unofficially, men in the Commission familiar with the 
matter are inclined to smile at the governor’s inquiry, pointing 
out that more than 3,800 cars of hard coal have been going into 
New England every week for several weeks and that to put 
2,000,000 tons of soft coal into that part of the country in seven 
months would require only a little more than 1,300 cars per 
week. The suggestion is that with all cars released from hard 
coal loading, the decrease in the loading of sand and gravel 
which comes in the fall, the hauling of such a small amount of 
coal into New England in so many months would be no sort 


of feat at all. However, no official answer has been sent to the 
governor. 
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Diversion and Reconsignment 


Second of a Series of Four Articles on This Subject Written for The Traffic World by G. Lloyd 
Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsnylvania 


The clerical and accounting services that are performed by 
the organizations of various railroads differ considerably, but 
are sufficiently similar in fundamental principle to permit gen- 
eralizations. In general, there are three forms of reconsignment 
gervices—the first, the general reconsigning service which has 
peen mentioned in Part I of this series; second, reconsignments 
within switching limits; third, reconsignment at hold points. 

The amount of clerical detail that must be performed in 
connection with the first of these services has been outlined in 
Part I. Several examples might be shown, however, to illustrate 
the processes involved. In the reconsignment case (47 I. C. C. 
596), the Commission, in its decision, cites exhibits filed by 
various respondent railroads, giving examples, taken from their 
files at random, or by some process of selection, said to be fair, 
showing the number of communications required to accomplish 
reconsignments. The Northern Pacific, in reconsigning two hun- 
dred and sixteen cars, issued 1,063 telegrams, 186 letters and 186 
telephone messages. The Pennsylvania, in accomplishing 2,936 
reconsignments in a single week on the portion of its line west 
of Pittsburgh, used 2,637 telephone messages, 1,675 telegrams, 
and 2,583 mail communications. An exhibit filed by the Louis- 
ville & Nashville, is cited by the Commission as being fairly illus- 
trative of the services performed in effecting the reconsignment: 


Shipment of Automobiles Originally Billed from Flint, Mich., to 
Atlanta, Ga., but Diverted to Birmingham, Ala. 

April 27. The Consignee at Atlanta telephoned the division 
freight agent of the Louisville & Nashville at Atlanta to divert 
to Birmingham. 

April 27. The division freight agent telegraphed local agents 
at Evansville, Ind., and Nashville, Tenn., to divert. 

April 27. The division freight agent received the letter con- 
firming the order to divert and inclosing the original bill of lad- 
ing, Which he was requested to indorse and return when diversion 
had been accomplished. 

April 27. The agent at Nashville telephoned the yard office 
to divert and confirmed the message by letter. 

May 2. The agent at Evansville diverted the car and wired 
the division freight agent to that effect.. 

May 3. The division freight agent wrote the consignor that 
the shipment had been diverted as requested, and returned bill of 
lading properly indorsed. 


Another case, offered as an exhibit, failed because of the 
lack of information concerning the routing of the shipment: 


Shipment of Lumber Originally Billed from Tuscaloosa, Ala., to 
Mounds, Ill., but Ordered Keconsigned to Akron, O 

May 3. The original consignee, a St. Louis, Mo., lumber com- 
pany, wrote the general freight agent of the Louisville and Nash- 
ville at Louisville, Ky., asking that the car be diverted if it moved 
over the L. & N., and sent a copy of the letter to the general 
agent of the L. & N. at St. Louis. 

May 4. The general agent of the L. & N. at St. Louis wired 
the general agent at Nashville to reconsign. 

... May 4. The general agent at Nashville telephoned the Nash- 
ville yard office at 3:15 p. m., but found no record of the car. He 
telephoned again at 4:35 p. m., with like result. 

May 4. The general agent at Nashville wired the general 
agent at St.’ Louis, 4:35 p. m., that the car had not passed Nash- 
ville, but that he would intercept and reconsign it. 

May 5. The general agent at St. Louis wrote the general 
agent at Louisville, referring to the letter from the lumber com- 
pany and advising that he had wired Nashville to _reconsign. Copy 
of this letter was sent to the general agent at Nashville. 

May 5. The general freight agent at St. Louis received the 
letter from the lumber company, dated May 3, and referred it to 
the freight claim agent. 

May 7. The freight claim agent ascertained from the car ac- 
countant that the car had been delivered to the Illinois Central 
at Birmingham, Ala., on April 27. 


, —_ z The freight claim agent wrote the lumber company 
accordingly. 
May 7. The general freight agent received the letter from 


the general agent at St. Louis, dated May 5, and referred it to the 
freight claim agent. 

May 8 The general agent at Nashville wrote the yardmaster 
at Nashville, sending a copy of the letter to the general agent at 
St. Louis that the car had been delivered to. the Illinois Central 
at Birmingham on April 27. 

June 1. The general agent at Nashville wrote the general 
agent at St. Louis that the car had not passed Nashville. 

June 2. The general agent at St. Louis wrote the general 
agent at Nashville to close his file. 


Reconsignment Within Switching Limits 


_ The second class of reconsignment service, reconsignment 
Within switching limits, is, in the words of the Commission, “a 
broadening of the term ‘reconsignment’ to include terminal serv- 
ices that have heretofore been designated by the term ‘place- 
ment’.” This sort of service is performed by the carriers at 
requests from shippers usually known as disposition orders and 
not as reconsignment orders. Shipments of coal, for example, 
and other staple, bulk commodities are often shipped to the 
centers of consumption, consigned to the shippers without the 
name of the ultimate consignees or stations at which the cars 


are to be unloaded being specified in the original billing. The 
carriers at destination accumulate these cars in the terminal 
yards of the destination cities and hold them there, meanwhile 
notifying the owners of the shipments of the arrival of their 
goods. 

The owners then advise the carriers the names of the ulti- 
mate consignees and places of delivery and the cars are moved 
from the outlying hold yards to their new destinations and de- 
livered to the new consignees. The proper changes are made 
on the billing under which the cars are traveling and the changes 
are really diversions and reconsignments. The relative ease with 
which the owners are notified, the cars located, and the proper 
changes made is such that the clerical, accounting, and operating 
services required in such cases are much less than the services 
incident to the diversion and reconsignment of cars while travel- 
ing on the lines of the carriers between terminals. 

An example will serve to illustrate the differences: A car 
of lumber is shipped from Brunswick, Ga., consigned to the 
Union Lumber Company at Baltimore. The car is allowed to 
come all the way to destination and is held by the Baltimore 
and Ohio in its hold yards near Baltimore, and the consignee is 
notified. The lumber company’s Baltimore office has had advice 
previously of the forwarding of the car and has sold the con- 
tents to the Baltimore Lumber Company in that city. On re- 
ceiving a telephone or mail notice of the arrival of the car, the 
Union Lumber Company notifies the agent of the B. & O. to 
deliver the car to the Baltimore Lumber Company and the place 
at which delivery is to be made. The billing is changed ac- 
cordingly and the car moved to the designated private siding of 
the Baltimore Lumber Company or to a selected team track. 
There is no change that must be made in rate, no watchful wait- 
ing for the car at junction yards, and no lengthy series of tele- 
phone, telegraph, and mail communications to intercept the car 
and accomplish the change. There is an interruption in the 
through service only at destination, and then only a slight one 
requiring simple clerical, accounting, and operating services to 
make the delivery required. 


Reconsignments at Hold Points 


Many reconsignments and diversions are accomplished by 
the carriers at junction or other points that have come to be 
recognized by usage and through the tariffs of the carriers as 
customary places to stop cars en route between points of origin 
and destinations, so that the cars may be directed to their ulti- 
mate destinations, which are not known at the time the cars are 
forwarded. The cars to be diverted or reconsigned are taken out 
of the current of traffic and held for final disposition, sometimes 
whole trainloads being held awaiting such orders at one time. 
This form of reconsignment and diversion differs from the regu- 
lar service in that the cars are originally billed to the hold 
points from which they are to be reconsigned. This practice 
obviates the necessity, always present in straight reconsignment 
and diversion, of intercepting the cars at intermediate points 
en route and diminishes correspondingly the clerical, accounting, 
and operating services necessary to effect the changes. 

A comprehensive list of the customary hold points is pub- 
lished in the decision of the Commission in the case of the 
Commercial Exchange of Philadelphia versus the Railroad Com- 
pany.’ ; 

. Some of those that are of outstanding importance are listed 
ere: 


Hold Point State Railroad 
Hornell New York Erie 
Harlem River New York N. Y., N. H. and others 
Lyons New York New York Central 
Rensselaer New York N. Y. C. and B. & A. 
Altoona Pennsylvania Pennsylvania 
Memphis Tennessee Several roads 
Renova Pennsylvania Pennsylvania 
Peoria Illinois Several roads 
Coffeyville Kansas Missouri Pacific 
Louisville Kentucky Several roads 
Potomac Yards Washington, D. C. Several roads 
Montreal Canada Grand Trunk 
Chicago District Illinois Several roads 
Hagerstown Maryland Several roads 
Pittsburgh Pennsylvania Several roads 
St. Louis Missouri Several roads 
Council Bluffs Iowa Several -roads 
Birmingham Alabama Several roads 


Standard Instructions to Agents 


The complex nature of the services to be performed by 
agents of the carriers in accomplishing diversions and reconsign- 


1388 I. C. C. 551 et seq. 
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ments has made it necessary that standard practice orders be 
issued by the general offices of many of the larger roads that 
perform a number of diversions and reconsignments. 

A typical order of this sort is that issued by the New York 
Central to govern its agents in changing the destinations of 
shipments after they have left the originating points and after 
the waybills covering such shipments have been taken into the 
accounts of the stations billing the shipments. These instruc- 
tions were read into the record of the Commission in the recon- 
signment case and are published in the Commission’s decision 
in this case (47 I. C. C. 597 and 598): 


When freight is diverted from the waybilled destination, on 
the published authority of the freight traffic department, and the 
waybill is in the current month, the destination of the waybill 
must be corrected and the waybill forwarded to the corrected 
destination for reporting to this office. 


Agent at the station to which the shipment was originally 
waybiilled must issue a correction notice to cover the corrected 
destinatién of the waybill, sending the original correction notice 
and’ copy, with the waybill, to the agent at the corrected destina- 
tion, or to the receiving agent at the junction station if the freight 
is diverted to a point on a foreign road. Copies of the correction 


notice must be sent to the assistant auditor of freight accounts 
and to the forwarding agent. 


Agent at the station to which the shipment was originally 
waybilled must also issue a local waybill to cover the charges 
for the diversion, and any additional service authorized by the 
freight traffic department. The charge for the diversion must be 
shown on the waybill as advanced charges and reported as mis- 
cellaneous freight earnings, and the charge for additional service 
must be waybilled as freight charges. Reference to the local way- 
bill covering charges for the diversion and additional service must 
be noted on the original waybill and correction notice, and the 
receiving agent at the corrected destination must see that the 
correction notice and waybill for additional charges are received 
by him, and he must issue an additional correction notice to cover 
any necessary change in rate and divisions on account of change 
in destination. 

Agent at the station where the diversion is made must correct 
the “running slip,” and, if the waybill is with the car, he, instead 
of the agent at the station to which the shipment was originally 
waybilled, must issue the correction notice to cover the corrected 
destination of the waybill and follow instructions of rules above. 

When freight covered by an interline waybill for junction set- 
tlement reading to a station on a foreign road is diverted to a 
station on our road, the receiving agent at the corrected destina- 
tion in taking the waybill into action must report as freight 
charges this company’s proportion and the charges of the foreign 
road beyond, and issue a correction notice to cover the charges 
to the corrected destination. 

Copies of all corrections must be sent to the assistant auditor 
of freight accounts, attached to a memorandum reading, “correc- 
tions on billing covering diverted freight.” 

When a diversion is made in a month subsequent to the date 
of the waybill or when a waybill covers two or more shipments, 
one of which is diverted, agents must refer to this office for in- 
structions. 

When coal and coke shipments are diverted from the way- 
billed destination agents must hold the waybills until they receive 
authority from the auditor of freight accounts to correct and 
forward same to the corrected destination. 


When a shipment is diverted and the waybill has been sent 
to this office, the receiving agent must wire for the return of 
waybill, state new destination, and the route when to a point on 
a foreign road. The waybill will be returned to the agent, who 
must complete the adjustment in accordance with instructions in 
circular 76 under “correction of waybills covering freight diverted 


in transit.” The waybill will be eliminated by this office from 
the receiving agent’s report. 


The Cost of the Services 


The Commission has held, in a number of cases, that the 
carriers performing reconsignment and diversion services are 
entitled to charge for the services the actual costs and reason- 
able profits. Costs are construed to mean operating costs and 
profits, returns on investments in proportion that investments 
are devoted to the service. 

In the Commercial Exchange case before the Commission 
(38 I. C. C. 551), the carriers submitted some cost figures, of 
which the Commission said in its decision: 


Complainant insists that the evidence of the cost of the serv- 
ice is insufficient to serve as the basis for a finding in this respect. 
The record suggests that the carriers have not used the effort to 
ascertain the cost of the service that would be justified by the 
importance and value of this information. The time has arrived 
when the carriers cannot afford to treat with indifference the 
cost of the services which they perform.? 


Accordingly, the carriers paid more attention to collecting 
cost figures and, in the reconsignment case, submitted numerous 
exhibits setting forth the costs of performing diversion and re- 
consignment costs. The Erie, among others, submitted the fol- 
lowing calculation of the cost of reconsigning a shipment at 
Hornell, N. Y., on which reconsignment orders were on hand 
before the arrival of the car at the reconsignment point:? 


1. Yard and station clerical expense at diverting station...... $0.31 
2. Clerical expense in office of auditor of freight accounts.... .10 
3. Clerical expense in other offices.........cccccccccccsseccces -10 
4. Cost of telegrams, based upon the average for 50 cars re- 
WOO Fl TNO, BONE 6c 6 6 osictcccvervecectcos eteuwe + 2a 
ee eae re ae eee eee ee Pe eee EE 2.39 
$3.37 
6. Delay to car (one day): 80 per cent of $8.79..............$1.14 


247 I. C. C. 600. 
*Ibid. Page 601. 
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7. Profit on service covered by items 1 to 5, based on operat- 
ing ratio of 70 per cent: 42.9 per cent of $3.37..... 


Another estimate was submitted by the Erie of the cost of 
reconsigning cars stopped short of their billed destinations. Thi; 


estimate was based on the average cost of reconsigning 20 cars 
selected at random:* 


1. Yard and _ station clerical service at diverting 
STALION 2... crccesevcccccescvvccess eovescscece sees $0.67 
2. Clerical service in office auditor of freight accounts 
ee ere ere er roe 
A Noo as 1a ulcicesariaioses- areata w cerca antec arecw) eaeianel eters $0.10—$0.44 
3. Clerical service in office of general freight agent.... 0.10 
4. Clerical service in office of superintendent of trans- 
Se re ee eee re 0.10 
5. Telegrams in office of auditor of freight accounts 
(60 per cent of commercial rates)........cscecccees 1,03 
6. Telegrams in office of superintendent of transporta- 
tion (60 per cent of commercial rates)........... . 3.49 
4%. BWTUGRIS oc tccccses Moe lewemwree sees cereals pe weiee 9.39 
8.22 
8. Delay to car (two days): 
Ee eS eS ee ee ee re 2.27 
Less average GeMuUIrage....... ce ecerccees Seceuencece BOG— 48 
9. Profit on service covered by items 1 to 7 based on 
operating ratio of 70 per cent: 42.9 per cent of “ 
PT S.bictekale-o alnivaveca a win amelie Cie we nara eleleeatees Welnsie es 53 
OCG. sews Himnewevawewea awn nawees Se re $12.38 


A third estimate was made by the same carrier showing 
the approximate cost of reconsignments within switching limits: 





S. CRGSIOR BEFVICR GE GORCIOR 6 666s caceviewiscsceew cn dvcwsveves $0.10 
Fic CRUE, Bes cu. ngrecan cotee estonia eee eerele alexa etetarer eds wie pieecenbiere 2.00 
2.10 
3. Delay to car (one day), 30 per cent of $3.79............00.. 1.14 
3.24 

4. Additional delay of one day if orders are not received 
MEE te UIE is ow @ tetesaa: owe aterarcrsha @isieiewsa'e euler weaulee esis 1.14 
4.38 

5. Profit on services covered by items 1 and 2, based on oper- 
ating ratio of 70 per cent, 42.9 per cent of $2.10........ .905 
$5.28 


In all the estimates of cost, the principal item of expense was 
for delay to the cars, which entailed a loss of revenue to the 
carriers performing the services. These estimates are not in- 
tended as accurate statements of the precise cost of performing 
the services, but are reproduced to show that the carriers and 
the Commission have appreciated the importance of the problem, 
and to indicate, to some extent at least, that there are real tangi- 
ble costs involved in performing the services for which the car- 


riers must be compensated. The Commission said of these 
figures: 


The figures cannot be taken as an accurate analysis. But 
they throw some light upon the cost of reconsignment, and are 
to be commended as an effort upon the part of the carriers to 
study the expense involved in the performance of special service.‘ 


aaa EReEERae 


‘Ibid. Page 602. 
SIbid. Page 603. 
*Ibid. Page 607. 


CIVIL SERVICE EXAMINATIONS 


The United States Civil Service Commission announces an 
open competitive examination for senior transportation-rate 
and traffic clerk (freight). Receipt of applications will close 
October 10. The examination is to fill vacancies in the de- 
partmental service, Washington, D. C., at an entrance salary 
of $1,860 a year. After the probational period of six months 
required by the civil service act and rules, advancement in pay 
may be made without change in assignment up to $2,400 a year. 

The duties of this position are to audit and settle trans- 
portation accounts, involving the determination of questions 
affecting freight charges, routes, and classifications; to deter- 
mine proper deductions on account of land-grant laws, equaliza- 
tion, or other special agreements; to prepare necessary COI: 
respondence; and to perform related work as required. 

An examination for inspector of safety appliances and in- 
spector of hours of service is also announced. The examina- 
tions are to fill vacancies in the Interstate Commerce Commis- 
sion at the entrance salary of $3,600 a year, with necessary 
allowance for expenses incurred while absent from headquar- 
ters in the discharge of official duties. The duties of safety 
appliance inspectors comprise the making of inspections and 
reports as required by the safety appliance acts; the duties of 
the hours of service inspectors are the making of inspections 
and reports required by the so-called hours of service act. Both 
safety appliance and hours of service inspectors may be required 
to investigate accidents as required by section 3 of the accident 
investigation act of May 6, 1910, and such other investigations 
as may be directed by the Commission. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


rs 
BILLS OF LADING 


Sale of Potatoes Covered by Bill of Lading, by Acceptor of Draft, 

Does Not Affect Acceptor’s Right to Collect Draft: 

(Supreme Court of Washington.) Bank, which accepted 
draft and bill of lading covering potatoes, and which sold pota- 
toes When drawee refused to accept them, is not barred from 
collecting draft because of such sale-——Yakima Trust Co. vs. 
Zintheo, 237 Pac. Rep. 729. 
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| Personal Notes 


——e ee 

C. L. Chapman has been appointed assistant to vice-president 
D. L. Gray, head of the traffic department of the Erie. George 
C. Manning has been made freight traffic manager of the lines 
from Buffalo, Salamanca and east, to succeed James B. Ford, now 
vice-president of the Chicago & Eastern Illinois. 

Captain James Gillies, C. B. E., master of the Canadian 
Pacific liner, Empress of Scotland, has been appointed general 
manager of the Canadian Pacific London office to succeed the 
late Sir Thomas Fisher. 

J. S. McConnell has been made commercial agent of the 
Louisiana and Arkansas and the Mississippi Central at Houston, 
Texas. 

Howard P. Knauer, until recently head of the Division of 
Operations of the United States Shipping Board’s South Atlantic 
Fleet, has left for Europe where he will act as general represen- 
tative for the Carolina Line, recent purchasers of the Shipping 
Board’s American Palmetto Line, operating out of the South At- 
lantic for United Kingdom and Continental European ports. 

EK. J. Hanson has been appointed general agent, refrigerator 
service, of the Union Pacific at Omaha, Nebraska. Vice-presi- 
dent I. N. Randall has resigned. 

Roy Thompson, general agent of the Chicago, North Shore 
and Milwaukee, has been made assistant general freight agent 
of the Indiana Service Corporation at Ft. Wayne, Indiana. 

S. I. Miller is appointed assistant general agent, Texas and 
Pacific, Chicago, succeeding L. A. Tibor, resigned. R. H. Camp- 
bell, traveling freight agent, Chicago, succeeds Mr, Miller. R. G.. 
Buckmaster is made general agent at Kansas City, Mo., succeed- 
ing G. C. Whitney, resigned. 


DOINGS OF THE TRAFFIC CLUBS 


The York Traffic Club held its initial meeting, after a sum- 
mer recess, September 10. George M. Smith, president of the 
Baltimore Traffic Club and superintendent of the Baltimore 
Division of the Pennsylvania, spoke on “Problems of the Oper- 
ating Department.” T. W. Prestor, division freight agent of the 
Pennsylvania, talked on “Current Traffic Topics.” 














The Traffic Club of Utica will hold a meeting at the Baggs 
Hotel September 15. There will be a speaker and a delegate will 
be elected to the semi-annual meeting of the Associated Traffic 
Clubs of America. 





The Pacific Traffic Association will hold its next meeting 
September 15 at the Hotel Oakland. Dr. W. B. Herms, of the 
University of California, will deliver an illustrated lecture on 
“A Scientist in the South Seas.” Dr. David P. Barrows, also of 
the University of California, will give a short talk on a topic 
of his own selection. Albert E. Carter, congressman of the 
Oakland district, will speak on “Harbor Development of the 
East Bay Area.” The annual outing of the association will be 
held at Pinehurst Park September 27. The Pacific Traffic As- 
sociation has ratified the resolution adopted by the Associated 
Traffic Clubs of America at the Kansas City meeting. 





The Traffic Club of Wichita held a meeting at the Elks’ 
Club September 10. There was one principal speaker, who was 
preceded by three “four-minute” men, who discussed some major 
traffic questions. 





The American Association of Freight Traffic Officers will 
hold its annual dinner at the Hotel Biltmore, New York City, 
Monday evening, September 21, at 6:30 o’clock. 





The Oklahoma City Traffic Club held its second annual 
Pow-wow and Dutch Lunch and Seven Ring Circus at the 
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Coliseum, September 4, in honor of the members and attendants 
of the Southwest Regional Advisory Board. About 400 were 
present. After the Dutch Lunch and Barbecue the guests were 
entertained by comedians, wrestling and boxing matches and 
other games. . 





The Transportation Club of Louisville will meet at luncheon 
at the Kentucky Hotel September 18. Members may bring 
guests. The Rev. Pierce E. Dixon will give a twenty-minute 
talk on “The Spirit of ’76.” David C. Liggett will talk for five 
minutes on “The Constitution.” 





The Traffic Club of Chicago will have a golf outing at Big 
Oaks Golf Club September 16. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold a three days’ fall outing at Gray’s Inn, Jackson, 
N. H., October 10 and 12. 





The Transportation Club of St. Paul will have a dinner- 
dance at the Automobile Club of St. Paul, White Bear Lake, 
September 17. 





The Transportation Club of Tulsa, Okla., has ratified the 
resolutions proposed by the Associated Traffic Clubs of America 
demanding repeal of the Hoch-Smith resolution. 





The Traffic Club of St. Louis will have its opening luncheon 
of the fall season September 14 at the Chamber of Commerce. 





The Traffic Club of Kansas City will resume its luncheons at 
the Baltimore Hotel September 15. Ed. W. Howe will lecture 
on the subject: “The Age of Reason; Will We Ever Reach It?” 


ASK COMMISSION TO STAND PAT 
The Trafic World Washington Bureau 


An earnest plea is put forward by D. Lynch Younger, J. 
Carter Fort and Frank W. Gwathmey, attorneys for the Louis- 
ville & Nashville, Nashville, Chattanooga & St. Louis, Illinois 
Central and the Tennessee Central, in No. 15208 and sub-num- 
bers 1 and 2, The Barrett Company vs. Nashville, Chattanooga 
& St. Louis et al., for the Commission to stand by the rule laid 
down by it in Stevens Grocer Company vs. St. Louis, Iron Moun- 
tain & Southern, 42 I. C. C. 396, as to what is necessary when a 
complainant desires to attack one or more factors in a through 
rate, even if the through rate is a combination of separately 
established locals. They have asked for reconsideration and 
re-argument before the entire Commission, the decision in the 
Barrett cases having been made by a division and not the whole 
Commission. 

In these cases the complainant attacked the reasonableness 
of the factor on “cottonseed hull fibre or shavings” from Her- 
mitage, Tenn., to Ohio river crossings, as applied to traffic to 
Peoria on what the carriers insisted were “munitions linters” 
taking a higher rate than shavings, the government having 
called the traffic that was moved to Peoria “munition linters.” 
The carriers, in their petition for reconsideration and re-argu- 
ment, made a point of the question as to what the lading was, 
although much subordinated to the attack upon the fact that the 
division which made the decision did not enforce the rule laid 
down in the Stevens Grocer case. 

The rule in that case requires the complainant who desires 
to attack a particular factor to assail the reasonableness of the 
through rate and make all the railroads parties to the suit, 
although he may be of the opinion and allege that the through 
rate was unreasonable because of the unreasonableness of only 
one of the factors. The Barrett Company did not assail the 
reasonableness of the through rate until after an examiner pro- 
posed dismissal because the through rate had not been attacked 
and because the Burlington, the carrier beyond the Ohio river 
crossings, was not made a party. When it attacked the through 
rate another examiner heard the cases and the division allowed 
reparation on shipments that would be barred were the question 
decided upon the theory that the rule in the Stevens Grocer case 
made it impossible to consider shipments not made within the 
two years covered by the complaint attacking the through rate 
and not merely one factor. 

The carriers admit that in cases later than the Stevens 
Grocer case the Commission disregarded the notice it gave in 
that case that it was laying down a rule “which for the future 
will be strictly adhered to, that when a complaint involves 
charges applicable to a through shipment, the through rate or 
charge must be brought in issue and the participating carriers 
must be made defendants.” They discussed the cases in which 
there was an actual or seeming disregard of the rule to point 
out that a number of them were made by divisions upon facts 
differing from those present in the grocer case and in the Barrett 
cases, coming back to their original proposition that the Com- 
mission should adhere to what it said in the grocer case, They 
also discussed cases in which the rule was enforced, especially 
as to reparation, even if not as to the rate for the future. 
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The carrier attorneys asserted that, viewed from the stand- 
point of the through charges, the record contained no evidence 
whatever as to the unreasonableness of such charges because the 
evidence, even in the case where the through charges were at- 
tacked, was confined to the factor from Hermitage to the Ohio 
river crossings. They said that even if the one factor attacked 
was unreasonable, the other factor might be so depressed that 
the combination of the two resulted in a reasonable total. They 
said that certainly the Commission would not be justified in as- 
suming that that would not be true, without any evidence to 
support the assumption. They said the existence of such facts 
could not be determined except upon a complaint attacking the 
through charge. 

As a winding up of their argument the attorneys said that 
even in respect to the factor to the river crossings the division’s 
report was in error in assuming that the shipments were, in fact, 
“cottonseed hull fibre or shavings. They said that so far 
as the shipments could be identified at all, it was evident that 
they had originally been billed into Hermitage as “munitions 
linters” and had paid the rates as “munitions linters,” and that 
the complainant was unable to prove that they consisted of any- 
thing else than “munitions linters,” or that the carriers might 
not properly have applied thereon, in the first place, the rate 
applicable on such linters, which would have been the full sixth 
class to the river. They called attention to the fact, as they 
said, that the Commission, in another case, had applied class A 
on such shipments from Tennessee, whereas in this case it had 
awarded reparation to a lower basis and ordered the establish- 
ment of the lower basis for the future, although there was no 
prospect of any further movement from Hermitage, this move- 
ment having been of surplus war material sold by the govern- 
ment, because there was no cottonseed mill anywhere near 
Hermitage. 


TEXAS DISCRIMINATION CASE 


The Trafic World Washington Bureau 


Texas railroads have filed a supplemental petition in No. 
12244, Corporation Commission of Oklahoma et al. vs. Abilene 
& Southern et al., and cases grouped therewith, asking for a 
perpetual order commanding the removal of discrimination 
against interstate commerce, persons and localities. The cases 
involve rates on grain, grain products, and hay. 


The petition brings into issue a recent order of the Railroad 
Commission of Texas designed to remove discrimination found 
by the federal Commission in the cases cited. (See Traffic 
World, Aug. 22, p. 430.) The Texas lines said they were parties 
to a petition to vacate the orders entered in No. 12244 and cases 
grouped therewith and for rehearing and reargument, but that, 
as a matter of precaution, they were forced to ask for relief 
from a condition with which other defendants were not con- 
fronted. They said this condition was the intrastate rate ad- 
justment prescribed by the Texas commission in its Hearing 
No. 223714. 

The Texas lines said if the orders of both the Commission 
and the Texas commission took effect only a portion of the 
discriminations complained of and found to exist by the Com- 
mission would be removed. In conclusion, the Texas lines said: 


Your petitioners believe and assert that it is the province of 
this Commission to issue such orders as will fully remove undue 
prejudice of interstate persons and localities, unjust discrimina- 
tion against interstate commerce, and undue preference of intra- 
state commerce, persons and localities. But, in view of the appar- 
ent abdication of its function by this Commission and the ap- 
parent promise of the Railroad Commission of Texas to make 
such amendments to its order as will more effectually accomplish 
its purpose, which is said to be removal of discrimination against 
interstate shippers, your petitioners deemed it wise to file peti- 
tions with both commissions in the hope of finding the proper 
jurisdiction. 

Wherefore, these petitioners pray that this Commission re- 
nounce its recent abdication and issue a perpetual order com- 
manding these defendants to comply with the federal law, which 
is declared by the federal Constitution to be the supreme law 
of the land, to the end that unjust, unfair and unreasonably low 
intrastate rates may be made to conform to the standard of rates 
ultimately prescribed by the federal authority for interstate ap- 
plication from, to and between points in the same general ter- 
ritory. 


Dissatisfaction with the action of the Texas commission is 
also expressed by the Board of Trade of Kansas City, Mo., in 
its petition for rehearing in No. 13518, one of the cases decided 
with No. 12244. In its petition the Board of Trade says: 


The Commission finds “that the existing relationship between 
the rates on grain and grain products from the Panhandle of 
Texas to Kansas City and the rates on the same commodities 
from the same points of origin to points in Texas and to Shreve- 
port, La., is, and for the future will be, unduly prejudicial to 
menees City and unduly preferential of Shreveport and points in 

exas.” 

The extent of the undue prejudice found to exist is not indi- 
cated. This question is left to the Railroad Commission of Texas 
for determination, as is the matter of the action necessary to 
remove what prejudice may be found by that body. It may be 
assumed, however, that this honorable Commission contemplated 
that the removal of undue prejudice would require at least the 
application of rates to Kansas City not higher than the rates from 
ag —— to Shreveport and points in Texas, for on Sheet 12 
it is said: 


“The record establishes . that there are no transporta- 
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tion conditions surrounding the movement to Kansas City, as com- 
pared with the movement to Texas points, that justifies the higher 
level of rates to the former:” : 


But the Texas commission appears to entertain contrary views 

Since the decision in these cases was handed down the Texas 
commission has rendered its decision in the matter of the appli- 
cation of certain Texas carriers for an increase in the Texas intra- 
state rates. The Texas commission holds: 

“The evidence in these cases is insufficient to justify 


a finding that the Texas intrastate grain rates are unreasonable 
per se e 


But that 

“In this case the Interstate Commerce Commission has found 
that there was a discrimination as against Oklahoma shippers 
and preferential rates in favor of Texas shippers and has issued 
an order reducing the interstate rates, thus removing a portion 
of the discrimination found to exist.” 

And that “the question of discrimination cannot be ignored.” 

The Texas commission thus, while satisfied with the propriety 
of the present intrastate rates so far as their reasonableness js 
concerned, yet feels it necessary to do something to assist in 
removing the undue prejudice against Oklahoma. 

But we look in vain for any finding as to the extent of the 
undue prejudice against Kansas City in the Panhandle. This 
matter, left by this Commission to the Texas commission for de- 
cision, apparently has had no consideration, and now the com- 
plainants in No. 13518 ask for a determination of this question 
to which they have a right under their complaint. 

If it be said in answer to this that there is a determination 
of the question indirectly by the action of the Texas commission 
in changing the rates from the Panhandle to Texas points we 
would point out that such action is inconsistent with the finding 
of the Commission quoted above to the effect that there are no 
transportation conditions which justify rates to Texas points on 
a lower basis than to Kansas City, while the new Texas intra- 
state scale produces lower rates than this Commission prescribes 
as reasonable maximum rates to Kansas City. 


RATES ON CHEESE 


_ The cancellation of commodity rates on cheese from Iowa, 
Minnesota and Wisconsin to Illinois and Wisconsin is protested 
in I. and S. 2444, heard before Examiner Sharp at Chicago, Sep- 
tember 4 and 5. The tariffs under suspension cancel the com- 
modity rates, leaving the full third class rate to be charged on 
carload movements of cheese from the territory involved. 

R. C. Fyfe, chairman, Consolidated Classification Commit- 
tee, testified for the respondents as to the history of the rating 
on cheese, tending to show that the commodity generally had 
taken third class since the inception of the rate. 

A. F. Cleveland, for the Chicago & Northwestern, testified 
that the commodity rates had been given to the territory in 
Wisconsin south of the line of the Green Bay and Western in 
order that an infant industry might be built up under as favor- 
able transportation conditions as possible. When the rates were 
first put in, Wisconsin, he said, was not the important producer 
of cheese that it is now. The industry is prospering at present, 
he said, and Wisconsin is by far the largest producer of the 
commodity. The industry, he said, does not need to be favored 
any longer. Because of that and because cheese is moving in 
volume from other parts of Wisconsin on the full third class 
rate, the carriers are desirous of cancelling the commodity rate 
and restoring the full class rate in order to harmonize the ad- 
justment from Wisconsin. 

O. T. Cull, for the C. M. & St. P., adopted the testimony of 
Mr. Cleveland in general, emphasizing the fact and supporting 
it with exhibits that cheese was even now traveling from other 
portions of Wisconsin than the favored district on the full third 
class basis. He entered statistics comparing the rates involved 
and showed the increases. 

W. G. Anderson, for the Railroad Commission of Wisconsin, 
on behalf of the protestants, entered testimony to show that the 
rates on cheese involved in the present case were Commission- 
made rates and that they were reasonable. He also entered fig- 
ures to show the amount of cheese produced in Wisconsin com- 
pared with other states, saying that Wisconsin produced 50 to 70 
per cent of the cheese, depending on the kind. 

W. T. Ehman, for the Railroad Commission of Wisconsin, 
entered a history of the rates on carload movements of cheese 
from Wisconsin to different destinations throughout the country 
to show the earnings. As an example, on the rate to Chicago 
from the territory involved, there is an earning on the present 
commodity rates of 44.3 mills per ton mile as against 51.3 mills 
per ton mile under the rate proposed or the full third class. 

G. F. Tally, for Swift and Company, and L. A. Newell, for 
Armour and Company, entered testimony both as to rates and 
volume of cheese produced and moved. Mr. Tally testified that 
the rates proposed meant increases of from 15% per cent to 56% 
per cent. Mr. Newell entered exhibits to show the volume of 
cheese received at different markets from nine states and Canada, 
of which the large majority came from Wisconsin. 


HEARING AT TRAFFIC SCHOOL 


The College of Advanced Traffic will, on Monday, September 
14, conduct a hearing before “Special Examiner Rautenberg,’ 
president of the college, on case No. 56460, the Peerless Supply 
Company vs. C. M. & St. P. Ry. Co. This trial, which will be 
under the auspices of the classes of the college, now in session, 
will afford an opportunity to the traffic men of Chicago to gail 
an idea of the manner in which the resident course in traffic 
specialization is conducted. 

On Wednesday, September 16, the regular class in traffic 
specialization will start. 


Septe! 


Nl 


sl 
comps 
Nicke 
Pere 
Direc 
a rec 

L 


cate 
some 
testil 
exam 
accol 
subm 
ques' 
pare 
the ¢ 
them 


Cl 


sion, 
act, 
of tl 
by ¢ 
thor 
ferr 


pro: 
Om: 
shi] 
of t 
bee 


foll 


of 
sto 


en ll. i tah a 






or 


ly 
e 
n, 
ic 


ic 








September 12, 1925 





NICKEL PLATE MERGER HEARING 
The Trafic World Washington Bureau 


The hearing on the application of the new Nickel Plate 
company for authority to unify the properties of the present 
Nickel Plate, Chesapeake & Ohio, Hocking Valley, Erie and 
Pere Marquette companies, was resumed this week before 
Director Mahaffie, of the Commission’s bureau of finance, after 
a recess of more than a month. 

Developments at the resumed hearing were such as to indi- 
cate that the record in the proceeding would not be closed for 
some time to come. Thomas B. Gay, of counsel for the pro- 
testing Chesapeake & Ohio stockholders, undertook the cross- 
examination of H. C. Royal, of Ernst & Ernst, certified public 
accountants, as to numerous statistical exhibits that had been 
submitted by the witness on direct examination. Mr. Royal was 
questioned in detail as to why and how the statistics were pre- 
pared and what they were intended to show. Specific figures in 
the exhibits were picked out by Mr. Gay and explanations about 
them were sought from Mr. Royal. 


CONTROL OF OMAHA BY C. & N. W. 


The Chicago & North Western has applied to the Commis- 
sion, under paragraph 2 of section 5 of the interstate commerce 
act, for an order authorizing acquisition by it of further control 
of the Chicago, St. Paul, Minneapolis & Omaha Railway Company 
by acquiring additional stock. The C. & N. W. also asked au- 
thority to issue common stock in exchange for common and pre- 
ferred stock of the Omaha. 

The applicant explained that, since 1882, it had owned ap- 
proximately 51 per cent of the outstanding capital stock of the 
Omaha company. It said that, by virtue of such stock owner- 
ship, it had exercised a measure of control in the management 
of the Omaha company but that the affairs of the companies had 
been necessarily kept separate and distinct. 

The C. & N. W. said it proposed to exchange stock on the 
following bases: 


Five shares of North Western common stock for seven shares 
of Omaha common stock. Three shares of North Western common 
stock for two shares of Omaha preferred stock. 


The total amount of authorized and outstanding capital 
stock of the applicant was given as slightly less than $168,000,000, 
par value, and the total amount of outstanding stock of the 
Omaha, other than that now owned and held by the applicant, 
= given as $5,879,300 preferred, and $9,016,700 common, par 
value, 

Acquisition of further control of the Omaha by the C. & N. 
W., the applicant said, would be a step toward bringing the two 
properties together under one management so that their entire 
mileage and properties might be operated as a single railroad. 

Economies that would be effected by the unified operation of 
the two properties were outlined. It was also set forth that im- 
proved service would result. The shipping public, the applicant 
said, would obtain a single line movement of traffic from Duluth 
and the Twin Cities to Chicago and Omaha, as well as to inter- 
mediate and tributary points which would facilitate the move- 
ment of both intrastate and interstate commerce by eliminating 
the interchange of equipment and freight and other operations 
how required. It was pointed out that the proposed acquisition 
of control was in harmony with the Commission’s tentative rail- 
road consolidation plan. 


CONSOLIDATION OF RAILROADS 
The Traffic World Washington Bureau 


President Coolidge is standing by his recommendations made 
to Congress in his messages in December, 1923, and December, 
1924, with respect to legislation relating to consolidation of rail- 
roads, This was indicated in dispatches from Swampscott after 
the usual conference held by the President with representatives 
of the press the afternoon of September 4. 

The reports represented the President as hoping that it 
would not be necessary to “force grouping of carriers,” and as 
realizing that it would be impossible to enact a law forcing one 
railroad to take over another. He was said to believe, however, 
that legislation could be enacted making it to the advantage of 
one system to absorb additional lines. The administration, it 
was said, intended to do all it could in the next few years to 
encourage voluntary consolidation. 

Earlier in the week, following a call on the President by 
Senator Watson, chairman of the Senate interstate commerce 
committee, dispatches from Swampscott stated that legislation 
to force railroad consolidation after a period of seven years 
would be sought by the administration at the next session of 
Congress, 

In his message in December, 1923, to which he referred in 
his message last December, the President said the law for con- 
Solidations was not sufficiently effective to be expeditious. He 
Said additional legislation was needed giving authority for vol- 
untary consolidations and providing government machinery to 
aid and stimulate such action. He said, should permissive con- 


THE TRAFFIC WORLD 


587 





solidation prove ineffective after a limited period, the authority 
of the government would have to be directly invoked. 

In his message last December the President said consolida- 
tions needed to be carried out with due regard to public interest 
and to the rights and established life of various communities in 
the country. He said it did not seem to him necessary that “we 
endeavor to anticipate any final plan or adhere to any artificial 
and unchangeable project which shall stipulate a fixed number 
of systems, but rather we ought to approach the problem with 
such a latitude of action that it can be worked out step by step 
in accordance with a comprehensive consideration of public in- 
terest.” He said whether the number of ultimate systems should 
be more or less seemed to him to be a matter that could be deter- 
mined only by time and actual experience in the development of 
such consolidations. 

“Those portions of the present law contemplating consolida- 
tions are not sufficiently effective in producing expeditious action 
and need amplification of the authority of the Commission, par- 
ticularly in affording a period for voluntary proposals to the 
Commission and in supplying government pressure to secure 
action after the expiration of such a period,” said he. 

President Coolidge’s chief advisers on the subject of railroad 
consolidation, it is understood, have been Secretary Hoover, of 
the Department of Commerce, and Senator Cummins, of Iowa, 
formerly chairman of the Senate interstate commerce committee. 
When Congress’ adjourned last March there were pending two 
railroad consolidation bills—one introduced by Senator Cummins 
and one by Representative Winslow, at that time chairman of 
the House committee on interstate and foreign commerce. The 
Cummins bill provided for a period for voluntary consolidations 
and included provisions designed to compel consolidations after 
the expiration of the voluntary period. The Winslow bill pro- 
vided for voluntary consolidations and, at the end of a fixed 
period, for submission of a report by the Commission to Con- 
gress as to the progress made by voluntary consolidation and as 
to steps that should be taken to bring about complete consolida- 
tion of the railroads. Both measures died with the end of the 
session. It is understood that similar measures, probably with 
some changes, will be introduced at the next session of Congress. 
The President, it is expected, will refer to the subject again in 
his message to Congress in December. 


SEABOARD CONTROL APPLICATION 


The Seaboard Air Line Railway Company has filed an ap- 
plication with the Commission for approval and authorization 
of the acquisition by the Seaboard of control of the Seaboard- 
All Florida Railway by acquisition of stock and by lease; of 
the Florida Western & Northern Railroad Company by lease, and 
of the East & West Coast Railway by lease. Reasons for the 
making of the application were given, in part, as follows: 


Applicant’s system is one of the two main systems of trunk 
line railroads serving generally the peninsula of Florida. As a 
result of the unprecedented development of this area, existing 
and prospective, it has been increasingly necessary for applicant 
and its subsidiary and affiliatd companies to occupy promptly its 
logical principal main line locations in the state of Florida be- 
fore the development now taking place and prospective has added 
to the difficulty and expense of location and of establishing ter- 
minal facilities, as well as to assist and encourage a sound aspect 
of that development and to afford the service of transportation 
needed by the public concerned. Two main extensions of the 
applicant’s system, essential in its own and in the public interest, 
are two lines or extensions, one along the east coast of Florida 
from West Palm Beach to Miami and Florida City, and one along 
the west coast of Florida, through Fort Myers, and reaching a 
southerly terminus in connection with the proposed Naples, Sea- 
board & Gulf Railway, at Naples, the most practicable and eco- 
nomical location on the lower Gulf coast of Florida for a deep- 
water terminus. 


The Seaboard referred to applications heretofore filed by 
the Seaboard-All Florida for authority to build the extensions 
described. 

Explanation was made that the Seaboard owned outright or 
the entire beneficial interest in all the capital stock of the 
Florida Western & Northern and of the East & West Coast, and 
was operating the line of the Florida Western & Northern, to 
the extent now constructed and under operation, under lease. 
The Seaboard said it had caused the Seaboard-All Florida to be 
organized for the construction of the. proposed east coast and 
west coast lines, and to integrate their control and operation 
with the lines of the Florida Western & Northern and the East 
& West Coast for the purpose of the more economical financing 
of the proposed new construction and of additions and better- 
ments thereto; the refunding of $7,000,000 of Florida Western 
& Northern 7 per cent bonds by issue of 6 per cent bonds, and 
more economical financing of the lines, as well as effecting 
economies in operation by bringing the properties under one 
system. 

Reference was made to the proposed issue by the Seaboard- 
All Florida, Florida Western & Northern and East & West Coast 
of $25,000,000 of 6 per cent first mortgage gold bonds and their 
sale at 9414 to Dillon, Read & Company, subject to the approval 
of the Commission, to finance the proposed construction. 

The Seaboard said acquisition of control by it of the prop- 
























































































































































































































































































































































































































































































































































































































































































































































































































































erties and the ‘integration of the operations proposed would re- 
sult in operating economies through the reduction in overhead 
expense, would greatly expedite and facilitate interchanges and 
through service as between the constituent units involved as 
compared with separate managements, and had been insisted 
upon by those purchasing the $25,000,000 of bonds as indispen- 
sable from the standpoint of their issue and sale at the price of 
94% obtained. 

Specific approval was asked of acquisition by the Seaboard- 
All Florida of the Florida Western & Northern by lease; of 
acquisition by the Seaboard-All Florida of the East & West Coast 
by lease; of acquisition by the Seaboard Air Line of the Sea- 
board-All Florida by lease, and by purchase of all stock of the 
latter, and of acquisition by the Seaboard of the Florida Western 
& Northern and of the East & West Coast. 


TRACKAGE APPLICATION 


The Los Angeles Junction Railway Company has applied to 
the Commission for authority to operate over certain tracks of 
the Los Angeles & Salt Lake Railroad Company in Vernon, Cal., 
under a trackage contract. The applicant said that such opera- 
tion would permit the operation by it of the entire line proposed 
to be leased by it from the Central Manufacturing District, Inc., 
without awaiting the construction of applicant’s own line be- 
tween the points now served by the line of the Los Angeles & 
Salt Lake. 


CODE FOR DANGEROUS ARTICLES 


The Traffic World Washington Bureau 


A plan for revising the regulations governing the packing, 
marking and handling of dangerous articles by freight and ex- 
press is being formulated by the Commission. The object is 
to put all the rules and regulations pertaining to a given group 
of dangerous articles into a section devoted to that group and 
that group alone. At present the regulations are scattered 
through a volume of several hundred pages. It is in such form 
that it is not usable by the ordinary shipper because he has no 
way of determining whether, after an exhaustive search, he 
has found all that pertains to the article he desires to ship. 

The first hint of the plan to have the regulations stated in 
a logical manner is contained in a pamphlet of proposed rules 
and regulations on which Service Director W. P. Bartel will hold 
a hearing at Washington, September 29. The proposed regu- 
lations consist, to a considerable extent, of a mere revision of 
the rules and regulations now in effect. However, there is con- 
siderable new matter. 

One of the features in the new plan is to have dangerous 
articles listed, under appropriate group headings, and then have 
the publication show whether or not the article is subject to 
regulation, when shipped by freight. 

At present many articles, when shipped by express, are 
subject to rules but not when shipped by freight. The regula- 
tions, as set forth in the publications, do not show the fact most 
desired by the prospective shipper. To illustrate the point: In 
the list of acceptaable dangerous articles other than explosives, 
acetic anhydride is listed. It is a corrosive liquid. In the gen- 
eral regulations a corrosive liquid is listed as one subject to 
regulation. If the shipper desires to ship by express he can 
find the regulations with a fair degree of facility. However, 
if he desires to ship by freight he hunts in vain for anything 
on the subject. A lawyer knows that if he cannot find anything 
on the subject there is no law on it, provided he is sure he has 
consulted all the authorities on the subject. But the ordinary 
shipper is not one trained in the law. After he has finished 
looking through the regulations he is not sure he has consulted 
them all. Nor is he sure that he did not overlook something. 

In the regulations that are to be considered at the hearing 
on September 29, there is a note in the freight part of the regu- 
lations opposite the words “acetic anhydride” saying “No regu- 
lations for freight shipments.” That means that while that 
article is subject to regulations when shipped by express its 
character is such that no regulations are needed for shipments 
by freight. The new form gives the shipper exactly what he 
wants to know. A similar note is put into the express part of 
the regulations if the article is not acceptable for shipment by 
express or is not subject to regulation. Of course, there are 
probably few, if any, articles not subject to express regulations 
that are subject to regulations when shipped by freight. 

Provision is proposed to be made in the things to be con- 
sidered at the hearing mentioned for the shipment of chlorpicrin, 
a new grain fumigant devised by Professor Chapman of the 
University of Minnesota and the United States Department of 
Agriculture. 

A proposal deemed likely to provoke much discussion is 
one made by the American Petroleum Institute, on behalf of 
the petroleum industry, in respect of placards on tank cars that 
have been unloaded. The regulation proposed is that the in- 
flammable placard must remain on the car moved as “empty” 
until the car is known to have been cleaned, properly, with 
steam, or reloaded with a substance that does not require such 
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a placard. The new regulation is opposed by the Bureau of 
Explosives of the American Railway Association on the groung 
that it would be a reversion to the practice that prevailed before 
the present practice, that of reversible placards to show the car 
has been emptied, was ordered out of use. 

Another new proposal is shipping container specification No. 
1 for boxed carboys, and the test therefor. In the last mep. 
tioned phase of the subject provision for the drop test is pro. 
posed to be eliminated. Another proposed specification, No. 2, is 
to cover three-ply wooden veneer boxes. 

Shipping container specification No. 9 is proposed to be 
amended so as to allow, among other things, rubber linings, 
The proposals cover 22 pages of typewriting paper of the ordi. 
nary size, available to those who ask the Commission for them, 


LEASE OF TIONESTA VALLEY 


The Trafic World Washington Bureay 


That Division 4 of the Commission acted under a miscon. 
ception of the provisions of the transportation act when it 
denied an application of the Susquehanna & New York Railroad 
Company for authority to lease the Tionesta Valley Railway 
Company under paragraph 2 of section 5 of the interstate com. 
merce act is the argument advanced by counsel for the applicant 
in a petition for reconsideration by the full Commission. 

The two properties, situated in Pennsylvania, are approxi- 
mately 100 miles apart, and are owned by the Central Leather 
Company. The controlling motive on the part of Division 4 in 
denying the application, according to the applicant, appears to 
have been the fear that if the application were granted, the 
probability of the Commission’s recapturing excess earnings 
from the Tionesta Valley under section 15a would be lessened. 

The Susquehanna & New York, the applicant pointed out, 
earned “a very good return,” with the exception of 1914, up to 
federal control. Owing to the diversion of its through business 
and also of its large bituminous coal business by the Railroad 
Administration, the applicant said, it lost both these businesses 
and had never succeeded in regaining them, with the result that, 
starting with 1918, the applicant began to lose money and had 
suffered a deficit each year since. The Tionesta Valley, the 
applicant said, had shown a net railway operating income each 
year since 1905. 

“Is it in the public interest that the proposed lease should 
be denied upon the ground that if it is not denied any surplus 
earnings of the Tionesta Valley ‘would be available for the use 
of applicant’?” counsel ask. “In other words, is it in the public 
interest, i. e., in accordance with the intent of Congress as ex- 
pressed in the transportation act, that the Commission should 
recapture from the Tionesta Valley and its owners, the Central 
Leather Company, its ‘excess’ earnings, and then lend the 
amount recaptured to the Susquehanna & New York at the 
expense of its owners, the same Central Leather Company? 
Or, upon the other hand, is it not in the public interest that the 
common owners of these properties should be allowed to con- 
solidate them so that each property may have sufficient earnings 
properly to serve the public, the Commission to recapture any 
excess after such provision has been made?” 

Counsel argued that if the proposed lease would enable the 
owners of the two properties, without any increase in rates, to 
make and keep both properties adequate to the needs of the 
country they served by obtaining for them a reasonable com- 
pensatory return for the services the two properties performed, 
it was in line with the intent of Congress as interpreted by the 
Supreme Court in the Wisconsin intrastate rate case, 257 U. S$. 
563, 589. Counsel, in conclusion, said, in part: 


If the lease should become operative and the Tionesta Valley 
had earnings which would accrue to the lessee and the same 
were made use of for the purpose of enabling it better to perform 
its common carrier duties, the purpose of the transportation act 
would be accomplished, and if from the joint operation as a whole 
excess earnings should accrue, the excess would still be recaptur- 
able under the provisions of paragraph 6 of section 15a. Division 
Four seems to have taken the view that its duty is to prevent 
these carriers from entering into the legal relation provided for 
and contemplated by the transportation act if the result would 
reduce the recapturable amount of the Tionesta Valley’s excess 
income, which it seems to regard as an assured result of its 
future operation if compelled to retain its present status. We 
think we have demonstrated that this is a misconception of the 
Commission’s duty. 


CHANGES IN DOCKET 

Hearing in I. and S. No. 2476, Tin Plate and Terne Plate 
from Pittsburgh, Pa., and related points to Gulf ports for ex 
port, assigned for September 11 at New York, N. Y., before Ex- 
aminer Armes, was canceled. 

Hearing in I. and S. No. 2471, estimated weights on petro- 
leum products in Chicago district, assigned for September 10, at 
New York, N. Y., before Examiner Armes, was canceled. 


The abstracts of tariff filings, rejections, suspe® 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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The Open Forum 


A Department for-the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





TRANSPORTATION EDUCATION 


Editor The Traffic World: 

In the last few weeks several articles have been published 
in The Traffic World concerning the industrial traffic manager 
and his status as compared with that of members of the so-called 
professions. All these articles have been interesting to the 
writer for various reasons, more especially because they tend 
to corroborate and strengthen the writer’s opinion, oftentimes 
expressed, that, to be a high-class, proficient traffic manager 
requires an education equal to that required by our higher 
schools of learning that issue degrees to their graduates. There- 
fore, all who are interested in matters of this kind should take 
some concerted action toward standardizing the school of trans- 
portation. I might state here that, toward that end, the Missouri 
Valley College of Transportation, of St. Joseph, Mo., has been 
organized. This institution is not merely a “school” in the ac- 
cepted sense of the word, but a real “college” requiring three 
years of two semesters each to complete the course. In order 
to matriculate, the following is required of each student who 
enrolls: 

1. A good moral character. 

2. A high school education at time of entrance, or its equiva- 
lent before graduation. 

Curriculum 


1. History; ancient, medieval, and modern ; 

2. Geography; United States, Europe, and South America. 

3. English grammar. ; 

4. Mathematics; higher analytical arithmetic; Algebra (in- 
cluding quadratic equations); plain and solid geometry, and plain 
and spherical trigonometry. : 

Law. (a) Bailments and carriers; (b) contracts (railroads 
to receivership); (c) commercial law; (d) practice and procedure 
before the courts and the Interstate Commerce Commission; also 
various state commissions. 

6. Ocean, lake and rail transportation, all departments. 


Instructors teaching the above subjects are qualified teach- 
ers. Students who qualify and complete the entire course as 
outlined above receive the degree to which such a course of 
study entitles them. The letters and name representing the de- 
gree is to be decided on later by a majority of traffic managers 
actually employed and who subscribe to the theory that the 
course, as outlined, is sufficient to raise its subscribers and 
graduates to the level of all the recognized professions. Those 
who have been continuously employed for five years or longer 
should, if agreeable to the majority, receive a degree by some 
accredited college. Therefore, feeling that the time is ripe for 
concerted action, and in order to get the movement started, the 
writer suggests that a call for a convention be held in the near 
future in Chicago, or some other centrally located point, for the 
purposes outlined above. 

At any rate, the writer would be pleased to hear from all 
persons interested, and any suggestions offered will receive due 
consideration. 

J. A. Milbourne, Professor of Transportation and Traffic 

Management, 
Missouri Valley College of Transportation. 

St. Joseph, Mo., Aug. 21, 1925. 


THE HOCH-SMITH JOKE 
Editor The Traffic World: 


Thanks very much for your editorial in the issue of your 
valued paper dated August 29 entitled, “The Hoch-Smith Joke,” 
Which I am conceited enough to take as an answer to the article 
published in a recent issue of yours (Aug. 15) above my sig- 
nature. While I agree with you thoroughly that it is poor form 
to laugh at a funeral, or at the corpse who usually occupies 
the Dost of honor for, at least, once in his life, yet the present 
Situation is so ludicrous that it brings about a roar of laughter, 
which audible smile on our part is likened to the famous shot 
at Lexington, “heard round the world.” 

__, Speaking politically, the whole situation and subject of in- 
; ee is all bunk. The worthy gentlemen of Congress pass 
a — law and demand an investigation for the poor down- 
pe en farmer, who, after all, will not benefit in the least, and 
mi — to line him up for the right party at the next elec- 
nel he worthy gentlemen of the Commission say that, inas- 
“ Bn the Congress has seen fit to order this investigation, 
a a € same as any other law passed by that august body; 
thay friend, H. C. Lust, points out in a recent issue of his 
on of Interstate Commerce Decisions, that a similar law 

8 passed in 1890 by the Congress of the United States, and 


the Commission of that day promptly saw fit to ignore the 
order, as it should. Why, may I ask, was the situation any 
different in 1890 than in 1925? Has the Commission any less 
authority? Not by a whole lot. The last few years should 
show that, if anything, it absolutely controls and dominates the 
situation. 

Again, the Commission advises that none but the carriers are 
apt to be heard for several months, and that the shippers will 
be allowed ample time to answer all due charges and regular 
accusations within the next eight months or so. We presume 
that literally the industrial traffic managers, the chamber of 
commerce representatives, members of the railroad commissions 
and various and sundry experts will be forced into seclusion in 
some expensive hotel in the city of Chicago, to await their 
time with patience until they can make their wishes known to 
the czars of politics. Rather expensive, on the whole, for the 
man who foots the bill, but very lucrative for the city of Chi- 
cago. Rather an amusing spectacle, when you picture these 
highly trained experts sitting around with very little to do, 
since Mr. Bill Smith, traffic manager of the Majestic Iron and 
Molasses Works, will not be allowed to cross-examine Mr. Tom 
Jones, A. G. F. A. of the Kalamazoo and Karo Railroad, but, to 
the contrary, will have to remember all that this gentleman 
says in order to answer him intelligently within the next eight 
months or so. Verily, party of the first part will have to forego 
the pleasure of asking impertinent questions of the party of the 
second part, thereby making him a sucker and a Dumb Dora 
in the eyes of the men and brothers attending the meeting. 
Why? The Commission says so. 

It is not to be conceived that such an investigation will end 
at any time in the near future. We cannot see anything but 
a long drawn out controversy which will not end with any sat- 
isfaction to any of the parties concerned in this investigation. 
None of the carriers will be satisfied with the concessions 
granted to the shippers, and we have yet to interview any ship- 
pers who are wholly satisfied with those adjustments granted 
the carriers. To be sure, it will furnish material and ambition 
for rate experts on both sides, who have about exhausted avail- 
able material now that the 9702 case is decided (much to our 
dismay) and various and sundry cases that have occupied the 
attention of the gentlemen for years are in the hands of the 
Commission. It is to be likened to a fresh bone thrown out to a 
pack of meat hounds—something new to worry. 

We honestly believe and it is the earnest opinion of the 
writer, that the members of the Commission ought to get all of 
the interested parties together when the meeting comes off in 
Chicago and, after the usual preliminaries, remark, as our old 
friend, Cesar, did on that memorable occasion of March 15, 
after a stormy interview with Brutus: “I am stuck, the drinks 
are on me”; after which all interetsed parties could go back 
home to their respective families, and worry about who was 
going to win the world series or some other topic that would 
bear a great deal more interest than a lot of apple-sauce started 
by that famous troop of comedians who meet twice a year at 
one end of Pennsylvania avenue, Washington, D. C. Long may 
they rave. 

G. E. Weldon, Traffic Manager, 
Scott Mayer Commission Company. 
Little Rock, Ark., Sept. 3, 1925. 


MOTOR TRUCK TRANSPORTATION 


A survey of commodity transportation by motor truck made 
by the U. S. Bureau of Public Roads is summarized by J. G. 
McKay, chief of the division of highway economics, in the cur- 
rent issue of “Public Roads,” published by the Department of 
Agriculture. 

Mr. McKay attributes the rapid growth of motor truck trans- 
portation in the last few years to five principal causes: (1) The 
relative economy of motor truck transportation with respect to 
transportation by horse-drawn vehicles; (2) the development of 
improved rural highways; (3) the demands of shippers for 
prompt, service; (4) the constant improvement in the mechan- 
ical efficiency of the vehicle; and (5) the impetus given to motor 
truck transportation by the World War. 

“Mainly as the result of the operation of these causes,” says 
Mr. McKay, “the registration of trucks in the United States 
increased from 136,000 in 1915 to 2,130,000 in 1924, an increase 
of over 1,400 per cent. Although the truck traffic on rural high- 
ways has apparently increased at a somewhat slower rate than 
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the registration, it has already attained a volume which makes 
it a very important part of our system of distribution. As an 
illustration of the relative growth of traffic and registration it 
has been found that in Maine motor truck traffic increased ap- 
proximately 500 per cent from 1916 to 1924, while the registra- 
tion increased approximately 850 per cent. As an indication of 
the magnitude of this modern development it may be noted that 
the transportation of commodities over the Connecticut highway 
system during the year beginning in’ September, 1922, reached a 
total of 88,000,000 ton-miles, and that in Cook county, Ill., during 
the summer months of 1924 the average daily movement was 
61,000 net ton-miles.” 

Mr. McKay points out that the bulk of the motor truck move- 
ment is local, short-haul transportation. Of Connecticut’s total 
net tonnage, for example, 67.1 per cent is hauled 29 miles or 
less and 15.2 per cent is hauled 60 miles or more. Household 
goods constitute a considerable portion of the goods hauled long 
distances in that state. He also says a large percentage of motor 
truck transportation is a direct distribution of commodities to 
points of final use. In Cook county, Ill., approximately 70 per 
cent of all loaded trucks were found to be engaged in a service 
of this character. 

Surveys made in several areas, Mr. McKay says, show defi- 
nitely that the bulk of the truck movement consists of the trans- 
portation of goods in trucks belonging to the owner of the goods. 
The strictly commercial trucker hauls but a small percentage of 
the total tonnage on rural highways, and this condition is likely 
to continue, he says. Continuing, he says: 


There is keen competition between the commercial motor 
truckers. This has resulted in losses in some cases and in a small 
margin of profit in others, and has caused a rapid turnover of the 
companies. A knowledge of operating costs is needed to measure 
the efficiency of any business, yet the commercial trucking companies 
know very little of their costs. A few of the larger ones with the 
better organization do keep cost records, but these records as well 
as the analysis and application of them as a control in management 
can be considerably improved. The creation of a depreciation fund 
to replace worn-out equipment is practically unknown to the smaller 
companies. 

There is a distinct field for the commercial trucker; but successful 
operation and reliable service will depend largely upon. 

1. The keeping of reasonably accurate records of the cost of 
performing service as a guide to operation. 

2. Reasonable regulation to protect responsible operators from 
unfair competition. 

As a result of the application of these two principles the following 
benefits will result. 

1. Analysis of cost records will determine profitable and unprofit- 
able business. 

2. Commercial haulage rates can be accurately made. 

3. The most economical type of transportation in the various 
mileage zones can be determined. 

4. The proper operating equipment and size of equipment can be 
selected to serve the needs of the communities. 

5. The business will be made more stable and secure, which will 
be of material advantage to users, and operators will be able to 
perform more satisfactory and efficient service and earn a fair return 
on their investment. 


CLASSES OF MOTOR TRUCK TRANSPORTATION 


The general field of motor-truck transportation can be divided 
into three major parts: 

1. Local distribution of commodities. 

2. Organized motor truck transportation supplementing existing 
rail and water service. 

3. Long-haul truck transportation of special commodities. 

Local Distribution of Commodities.—This class of transportation 
constitutes the bulk of the motor-truck tonnage movement. This 
movement is not strictly competitive with rail or water service. It 
consists primarily of the distribution of goods within cities and their 
suburban areas, and between cities and tributary areas. 

There are two distinct types of commodity distribution: (1) The 
distribution of goods having both origin and destination within the 
local area, such as the wholesale to retail movement, retail to con- 
sumer, distribution of building materials, and the delivery of milk, 
garden truck, fruits and vegetables from rural areas to the cities; 
and (2) the completion by truck of the transportation service provided 
by rail and water facilities. 

Local distribution will continue to be the bulk of motor-truck 
transportation and will be handled largely by the owners of the goods 
themselves, a small portion by the commercial trucker. In either 
case efficient distribution requires that accurate cost records be 
maintained. The merchant with an efficient distribution system has 
a distinct advantage in comipetition; the commercial trucker who 
knows his service costs can distinguish between profitable and un- 
profitable business and raise his profits accordingly. Operating with- 
out knowledge of the cost of doing business he can not determine 
unprofitable business and is usually a marginal or submarginal 
operator. 

A more efficient use of terminal facilities requires close co-ordi- 
nation of motor-truck transportation with rail and water facilities. 
A well organized motor trucking company, operating in co-operation 
and preferably controlled by the major rail carriers in the area, 
would probably be the most efficient operating organization. Owner- 
ship of the terminal motor trucking company is not essential, but 
control by the rail and water lines is essential to guarantee service 
and becomes imperative if through rates for combined rail, water 
and truck transportation are established. 

As a major field for the development of motor-truck transportation 
this movement is limited to large centers of population, primarily 
the terminal areas. : 

Service Supplementary to Rail Transportation.—Organized motor- 
truck service supplementing existing rail transportation offers three 
types of service. 

1. The extension of freight service into areas without rail service. 

2. The substitution of motor-truck service for rail service on un- 
profitable branch rail lines. 

3. The combination of rail-and-truck service for short-haul pack- 
age freight in terminal areas and on congested trunk lines. The 
development of this service is illustrated by the Pennsylvania and 
New York Central truck haulage of package freight. Prompt and 
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rapid service and partial elimination of way-freight trains on heay 

traffic sections is largely responsible for this development. The factor 
of increased safety of train operation by the partial elimination of the 
package-freight train is a real advantage. 

There is a real service to be performed by extension of Motor. 
truck lines into areas without rail facilities. In such areas ty 
development of motor-truck lines is perhaps the only type of modery 
transportation capable of performing service since it is becoming mor, 
difficult and hazardous to obtain capital for the extension of raj 
lines into new areas. 

The substitution of motor-truck service for rail service on yp. 
profitable branch lines represents economy in providing transportation 
service as a whole. 

The combination truck-and-rail service for short-haul package 
freight on rail trunk lines demands a close co-ordination of service 
Haulage of rail package freight by motor trucking companies on 
contractual basis represents the first step in this development, jf 
this new type of service is economically sound the carrier ultimately 
should own and operate the motor-truck equipment. Until it demon. 
strates its place in the scheme of transportation it is natural for the 
rail lines to shift the risk of ownership of equipment and a large 
share of operating risks to motor trucking companies. It is to hp 
remembered also that the possibilities of growth of combined rajj. 
and-truck transportation are largely limited to the comparatively 
few congested terminal areas and the heavy-traffic rail mileage. Its 
development depends largely upon the legalization of through rates 
to include the motor truck pick-up-and-delivery service. 

The competition of motor trucking companies with rail lines js 
not arcs assuming that rail operation offers satisfactory 
service. 

Long-haul Transportation of Special Commodities.—This class of 
service by motor truck is economically sound when speed of delivery 
or the avoidance of special packing and crating are the primary con. 
siderations. It is also justified for the transportation of perishable 
commodities. As for the balance of the long-haul movement it js 
very questionable, assuming efficient rail service, that it is econom. 
ically sound, or that it is profitable to the motor-trucking company 
specializing in the long-haul field. Maintenance of cost records and 
a fair charge for the right to perform this service will determine 
whether or not this movement is economically sound. Perhaps the 
principal value of the long-haul trucker as a competitor or potential 
competitor has been to call the attention of rail management to the 
shippers’ need for rapid and efficient handling of package freight. 

Regulation of commercial trucking organizations is essential be- 
cause of the disastrous effect of unregulated and destructive competi- 
tion between motor trucking companies in a field in which the demand 
for service is relatively inelastic and the supply of service is elastic, 

Interstate trucking is largely a local distribution affected by 
nearness to state lines. The balance of the interstate movement 
consists of long-distance haulage and is a very small part of the total. 
Regulation of interstate motor truck transportation means practically 
the regulation of local trucking and is therefore largely a problem 
of state regulation. 

Jurisdictional disputes concerning the regulation of motor trucks 
and busses operating across state lines have already developed be- 
tween the state agencies responsible for the regulation of this new 
transportation business. A national advisory body to adjust prob- 
lems of regulation between the states may be of value. It is difficult 
to visualize the administrative ability of a national regulatory body 
capable of satisfactorily handling the multitude of cases that would 
naturally develop if complete control and regulation is vested solely 
in a national agency. If authority to control this new transportation 
agency is vested in a national agency, delegation of authority by the 
national control agency to state regulatory agencies, with power to 
make decisions, subject to final review on appeal to the national 
agency would possibly be of real service. 


NEW HIGHWAY CONSTRUCTION 


Twenty-three thousand miles of highways were built to grade 
or surfaced on the state systems in 1924, according to informa- 
tion collected by the Bureau of Public Roads of the Department 
of Agriculture from the various state highway departments. 
More than 17,000 miles were surfaced. The surfaced mileage 
constructed by types were as follows: Sand-clay, 1,385; gravel, 
7,660; waterbound macadam, 467; surface-treated macadam, 
1,000; bituminous macadam, 997; sheet asphalt, 120; bituminous 
concrete, 564; cement concrete, 4,850; and brick and other block 
pavements, 164. 

The bureau estimated that at the end of 1923 there were 
surfaced roads in the state systems totaling 111,400 miles. Add- 
ing the mileage surfaced in 1924, after making allowance for 
the fact that a portion of the new work consisted of the re- 
surfacing of old roads, it was indicated that approximately half 
of the 251,610 miles embraced in the state systems were surfaced 
at the beginning of the present year. These figures represent 
work done under state supervision, including federal-aid work, 
but do not include county or local work off the main state sys- 
tems. Progress in 1925 should be at least as great as in 1924 
according to the best information available, the department said. 


PETITIONS FOR REHEARING, ETC. 


The New Orleans Joint Traffic Bureau has filed a petition 
with the Commission asking for leave to intervene and for re- 
hearing in Fourth Section Applications 165 et al., in re Fourth 
Section Departures in Rates on Cotton and Cotton Linters. 

The defendants in No. 14140, Solomon-Wickersham Com- 
pany vs. Santa Maria Valley R. R. et al., have asked the Com- 
mission to vacate its order therein and grant a rehearing. 

The complainant in No. 16139, Herrick Hardware Company 
et al. vs. N. Y. N. H. & H. R. R. Co. et al., has petitioned the 
Commission for reopening and rehearing of the above entitled 
case. 

The Kansas City Bolt & Nut Company of Kansas City, Mo. 
has petitioned the Commission to reopen No. 14404, Atlas Metal 
Works et al. vs. A. C. & Y. Ry. et al. 

The complainants and interveners in No. 14321, Adkins Hay 
& Feed Co. et al. vs. Santa Fe. et al., have petitioned the Com- 
mission to reopen the above entitled proceeding. 
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OCEAN FREIGHT RATES STEADIER 


The Traffic World New York Bureau 


The ship charter market displayed a steadier tone this 
week, giving indications that rates were more likely to advance 
than to recede from this level, but most trades were inactive. 
Time charters for the West Indian sugar traffic and grain busi- 
ness from Montreal constituted most of the activity. Vessels 
for September loading were fixed generally at existing rates, 
put with increases, in some instances. The outlook was for 
slight advances in October and November as trade revivies 
with the seasonal crop movements. Shipowners show a tend- 
ency to hold back their vessels for the present in anticipation 
of better figures later. 

Grain charters improved, but no broad movement developed. 
There was a fair demand from shippers for space in October at 
13% cents a 100 pounds and at one-half cent more for Novem- 
per. Current rates are about 11 to 11% cents a 100. 

In the grain trade vessels were fixed at 11% cents a 100 for 
September loading from Montreal to Antwerp and Hamburg; 
13% cents for October; 17 to 17% cents for October from Mont- 
real to the Mediterranean. 

The coal trade was inactive, but vessels were fixed at $2.50 
a ton for September loading from Hampton Roads to the West 
Coast of Italy; $4 for prompt loading to the River Plate; $3.40 
for September to Rio de Janiero. 

The sugar trade was more active from Cuba to the United 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Young man, having considerable experience 
in rates, claims and other traffic matters, desires responsible position 
with railroad or industrial traffic department. Consolidation necessi- 
tates change. Address Box 849, care Traffic World, Chicago, IIl. 


RAILROAD COMPANY desires to place its efficient comptroller 
and purchasing agent who is eliminated by a reorganization. He 
has had over 10 years’ experience in all accounting practices and 
purchasing for both rail and water operation and interchange. State 
and Interstate Commerce accounting, including valuation and re- 
capture procedure. Member American Railway Accounting Officers’ 
Association. Highest references. Salary _ Address, Comptroller, 
Room 1022, 29 Broadway, New York, N. Y. 

















TRAFFIC MANAGER—Business executive having devéloped all 
possibilities present connection seeking larger opportunities. Sixteen 
years present industry. Proven ability. Law student. Address 
“TMBE,” care Traffic World, Chicago, Ill. 


THREE SALESMEN—Liberal terms to competent men who can 
make good in placing the best Traffic Service Contract. We are 
well organized and equipped. Thirty-seven years in business and 
writing the most desirable to the purchaser Traffic Service contract 
containing many exclusive features and all desirable clauses to be 
found in contracts issued by any other Bureau. This company has 
the disposition to and the “Hard Boiled” rate men to carry out 
every promise. The Freight Audit Company, Chicago. 








.» WANTED—Tariffs of Atlantic Coast Line and Seaboard Air Line 
railroads containing Florida intrastate joint line rates. What have 


age at what price? Address Box 847, care Traffic World, Chi- 





CLEVELAND MEMBERS AWA. O.W.A. 


a — > ) = = = 
TERMINAL 


SUILOS BETTER BUSINESS 
MERCANTILE WAREHOUSING AND DISTRIBUTING 


DENVER, COLORADO [———— 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


WE STORE AND DISTRIBUTE 


For the Great Calumet District 


General Merchandise, Furniture 
and Cold Storage 
The Great Lakes Warehouse Corp. 


Telephone Hammond 3780 HAMMOND, INDIANA 
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EM MERIDITH CO. 


Warehouse 

R .,DISTRIBUTORS 
72 Mdse. cars loaded 
every 24 hours for shipment 


over 16 different routes~ 


R.R.SIOING — SHORT HAUL TO ALL DEPOTS 





ALBANY, Ni. Y. | 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 





AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


Merchandise Storage and Pool Car 
gegtettew oy Distribution — -xcsxo0 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


Kedney Warehouse Co. 


Minneapolis—-St. Paul Grand Forks, N. D. 


PHILADELPHIA, PA. | Pool Car Distribution 


Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 





“| Wish I Hadn’t Wished So Much! , 
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States, but dull in trans-Atlantic business, with rates around 
16 shillings a ton on the latter route. 

Increase in the commerce of the port of Boston is indicated 
by figures of the Maritime Association of the Chamber of Com- 
merce of that city for August. In that month 141 steamships 
and 13 schooners arrived from foreign countries in comparison 
with 129 steamships and 17 schooners last year. 

Continued opposition to railroad ownership of intercoastal 
lines was expressed at a meeting on marine problems of the 
United States Chamber of Commerce in San Francisco. The 
majority was against government regulation of rates in the 
intercoastal water traffic, but in anticipation of some form of 
regulation the discussions covered a choice of the Interstate 
Commerce Commission or the Shipping Board as the govern- 
ing body. The shipowners’ group attacked the 50 per cent tariff 
on repairs to American ships in foreign ports as favoring ship- 
yards at the expense of the owners, who have no protection in 
the foreign trade. 

Several important matters, one or two of which may de- 
velop into sharp issues between the Pacific Westbound Confer- 
ence and the North Atlantic Far East Conference, are docketed 
for the joint meeting of the two bodies in Chicago, September 
14. The principal fight is expected over the competition of the 
North Atlantic lines in the freight movement from Pacific ports 
to the Orient. Two or more of the Atlantic services are now 
accepting freight from California ports and there have been 
several differences over the routing of New York-Oriental ves- 
sels via the North Pacific in the past. The most recent con- 
troversy concerned the canned goods rate from California to 
Java, over which the eastern line claimed the Pacific Westbound 
Conference had no jurisdiction. 

Another issue that probably will be injected is the $9 mini- 
mum on Oriental cargo transshipped to and from intercoastal 
lines at Pacific Coast ports. Several of the trans-Pacific com- 
panies object to a continuance of this minimum, while the North 
Atlantic lines insist that it must be maintained. 

The Oriental steamship companies also will confer with 
representatives of the trans-continental railroads regarding fur- 
ther reductions in import and export rail rates, with the two- 
fold purpose of stimulating import and export traffic and of 
giving the ocean carriers a greater share of the revenue. 


KING CRITICIZES PRESIDENT 


The Traffic World Washington Bureau 


Senator King, of Utah, issued a statement, September 10, 
criticizing President Coolidge for having requested the resigna- 
tion of Commissioner Haney, of the Shipping Board. He ques- 
tioned the propriety of the President interfering with the board. 
He defended operation of the government fleet by a board of 
seven members rather than by one man. He said the members 
of the board were to be independent, as were the members of 
the Interstate Commerce Commission. He said no executive 
had the right to circumscribe their duties or to determine the 
policies that they should adopt. He said the action of the 
President raised the question of whether the chief executive 
could control, by understandings or otherwise, the action and 
conduct of the board or other organizations created by Con- 
gress for proper governmental purposes. 

Commissioner Haney, of the Shipping Board, who refused 
to resign last week at the request of President Coolidge, has 
received no reply from the President, at the time this was writ- 
ten, to the letter explaining why, under the circumstances, the 
commissioner would not resign. Some development in connec- 
tion with the President’s request for the resignation was ex- 
pected in the near future. 


HOWELL ON MERCHANT MARINE 


The Trafic World Washington Bureau 


After spending three months on Shipping Board and foreign 
flag cargo vessels, Senator Howell, of Nebraska, has returned to 
Washington convinced that government operation is the only 
method, under existing conditions, that will build up an American 
merchant marine and assure its permanancy. The senator said 
he did not think the country would stand for a ship subsidy to 
private operators. 

In the senator’s opinion the present policy being pursued 
with respect to selling government servics to private operators 
leads directly to an appeal for a subsidy. He said the purchasers 
of the services, having guaranteed to operate them for a period of 
five years, would, at the end of that period, ask for aid from the 
government. The ships are being sold at a price, he con- 
tinued, that represents in effect the giving of a subsidy for the 
five-year period. 

Senator Howell said he would not advocate that the govern- 
ment enter the shipping business but that, inasmuch as it was 
now in that business and that it was necessary that the country 
have an auxiliary to the navy, he thought steps should be taken 
to bring about a permanent merchant marine. 

On one Shipping Board vessel on which the senator traveled, 
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he said, repairs to the engines were made five times in the course 
of the voyage. 

Incentive to efficient operation existed among foreign ge. 
men, the senator said, because sea service offered a degree of 
permanency that was absent in the operation of Shipping Boarg 
vessels. He referred to foreign seamen going into the service as 
a life work and the fact that provision was made for their 
retirement on pension, adding that there was something for them 
to look forward to, while, under the present American policy such 
was not the case. 

Senator Howell said where an agent simply obtained a com. 
mission on the amount of cargo carrier, he did not care anything 
about the boats, and that just as soon as a line began to make 
money, the Fleet Corporation set about to sell it. He said he diq 
not believe there could be anything more discouraging than that, 
so far as the operators and the personnel were concerned. 

Unless a subsidy should be granted at the end of the period of 
guaranteed service, in the case of a sale of a service to private 
operators, the senator said, the result would be that the ships 
would not be operated and that at the end of the five years the 
country would find that it had neither money nor fleet to show 
for the transfer from government to private operation. Con- 
vinced that the country would not grant a subsidy for private 
operation, Senator Howell therefore concluded that, under the 
circumstances, there should be government operation. He 


pointed out that world shipping was at a low ebb so far as earn- 
ings were concerned. 


HENRY FORD MAY BID 


The Traffic World Washington Bureau 


President Palmer, of the Fleet Corporation, announced at 
a conference of prospective buyers of the Pan-American Line, 
operating combination cargo passenger vessels between New 
York and South America, that Henry Ford probably would sub- 
mit a bid for the line Saturday, when all bids were to be sub- 
mitted. It was understood that Ford has had the matter under 
consideration for some time and that Chairman O’Connor dis- 
cussed it with Mr. Ford. 

Those in the conference September 10 were representatives 
of the Munson Line, the managing operator of the Pan-Ameri- 
can Line; Moore and McCormack; the Argonaut Line, and Sher- 
man and Sterling, the latter said to be representing the Atlantic 
Fruit Line. Bids were expected from each company repre- 
sented. The Munson Line, under its operating contract, may 
meet the highest bid made, it is understood. The conference 
with the prospective bidders was held to reach an understanding 
about terms and conditions other than price. 

Inquiries have been received by President Palmer, of the 
Fleet Corporation, with respect to the Atlantic Australian Line, 
operated by the United States & Australasia Steamship Com- 
pany between New York and Australian and New Zealand ports, 
and the American India Line, operated by the Roosevelt Steam- 
ship Company between New York and India. Mr. Palmer said 
the prospective purchaser was not one of the present operators. 
He said the proposed offer was based on the condition that the 
purchaser obtain both services so that a round-the-world service 
might be established. An inquiry with respect to the Mississippi 
Valley European Line, operated by the Mississippi Shipping 
Company, from New Orleans to Havre and Antwerp, also has 
been received. 


WATER-BORNE COMMERCE 


“Figures relative to our water-borne foreign commerce in 
the fiscal year ended June 30, 1925, emanating from the De 
partment of Commerce, and statements prepared from the rec- 
ords of the Bureau of Research of the United States Shipping 
Board, regarding shipping activities in the same period, illus- 
trate forcibly the differences in conclusions regarding our for- 
eign trade arrived at when considered from the standpoint 
of the value of our foreign commerce, as contrasted with 
analyses of the physical volume, in tons, of cargoes transported 
to and from our ports,” the Shipping Board said in a statement 
continuing as follows: 


Surveys based on values are balance sheets showing our financial 
condition in competitive trade with other nations of the world. Trans- 
portation surveys of the shipping activities in the movement of —_ 
tonnage furnished information essential to the development and ma nd 
tenance of adequate vessel services, trade routes, port facilities am 
other factors necessary in the proper conduct of transportaion pa 
an industry of national importance. Therefore, while of equal va ond 
to interests to which each directly pertains, commerce statements 
and transportation statements are not interchangeable in their 4P 
plication and cannot be compared. tes 

The Mexican oil movement, as an example, clearly or omg a 
the fundamental difference between the two types of analysis. 4 wd 
than one-third .of the total import cargo tonnage received at — 
ican ports consists of crude oil from Mexico; its value, however, : 
only about 3 per cent of the value of our total imports. There = 
a commerce statement would show oil as constituting 3 per cent i 
our imports, while a transportation statement would state that 0 
constituted 33 per cent of our incoming cargo tonnage. _— 

The Department of Commerce figures referred to based on =e : 
show that during the fiscal year ended June 30, 1925, Amer po 
vessels carried 36.18 per cent of our export commerce and 31.43 P 
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We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Illinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
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R., also with the Mississippi-Warrior River 
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We maintain on the property a private 
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cent of our import commerce, the previous year percentages being 
39.30 per cent and 32.85 per cent respectively. 

The Shipping Board statements of transportation activities, based 
on tonnage during the same period, show that American vessels car- 
ried 34.48 per cent of our export cargo tonnage and 50.70 per cent 
of our import cargo tonnage, with previous year percentages of 33.57 
per cent and 55.82 per cent respectively. 

The following table presents complete comparison of the Depart- 
ment of Commerce and United States Shipping Board statements per- 
taining to the fiscal years 1924 and 1925. 


TWELVE MONTHS ENDED JUNE 


1924 1925 

Dept. of Com. U.S.S.B. Dept. of Com. U.S.S. B. 

Exports Values Tons Values Tons 
39.30% 33.57% 36.18% 34.48% 
American vessels. .$1,432,491,000 16,493,200 $1,522,373,000 17,759,100 
Foreign vessels ... 2,212,996,000 32,629,600 2,685,922,000 33,742,000 

Imports 

32.85% 55.82% 31.42% 50.70% 
American vessels. .$1,011,004,00 23,863,200  $1,055,013,000 20,710,200 
Foreign vessels .. 2,066,726,000 18,886,900 2,298,023,000 20,136,500 


DOLLAR ASKS UNITY OF SHIPPING 


The Trafic World New York Bureau 


Need for cohesion among shipowners and especially be- 
tween the Atlantic and Pacific groups was emphasized by Capt. 
Robert Dollar in an address delivered at the luncheon meeting 
of the executive committee of the American Steamship Owners’ 
Association in New York. He expressed gratification at the 
progress that had been made in bringing about more harmonious 
relations between the companies on the Atlantic and Pacific 
coasts, a result which he had always hoped for. 

In appointing the committee which represented the Pacific 
shipowners at the series of conferences held here last May, he 
said he had enjoined his people to remember that they might 
find conditions here different from those on the Pacific, but to 
keep in mind always the desirability of agreement between the 
owners of the two coasts on matters of national policy. 

“Congress,” he said, ‘“‘will not listen to us shipowners unless 
we are united. The trouble in the past has been that some 


thought one way and some another. We must all learn to pull 
together as a unit.” 


He said it was encouraging to see that American shipown- 
ers are unanimous in their approval of the recommendations 
for national shipping policies, which were formulated at the 
May conference. Referring to section 28 of the merchant 
marine act, the proposed enforcement of which aroused strong 
opposition both here and abroad, Captain Dollar said good will 
among nations was essential to active, prosperous commerce. 

His own steamers in their round-the-world service, he said, 
were making regular calls at the ports of thirteen different 
nations. It had been his policy and that of his company to 
foster friendly relations with merchants and people of many 


races, and believed that this was the best road to success in 
world trade. 


The captain reiterated his opposition to subsidy legislation, 
and said all that was necessary to enable private owners of 
American ships to operate successfully in foreign trade was to 
free them from the handicaps they are now carrying, such as 
the 50 per cent tax on ship repairs made abroad and the sea- 
men’s wage provisions of the La Follette Act. 


He urged that, instead of wasting efforts fighting hostile 
legislation at Washington, shipowners should concentrate on the 
passage of the right kind of constructive legislation. “If we 
offer many bills,” he said, “Congress may make a mistake and 
actually pass one or two of them.” He suggested that the laws 
and rules of the British Board of Trade, which have stood the 
test of time, would be a good model to follow. 


CANAL MEN ASK IMPROVEMENTS 


The Traffic World New York Bureau 


Charges that the present condition of the barge canal con- 
necting New York with the Great Lakes makes navigation haz- 
ardous, that the New York Central Railroad would welcome its 
closing, and that bankers refuse to finance canal operators be- 
cause of the uncertainty that the canal will remain an important 
factor in transportation, were made at the meeting of the Barge 
Canal Survey Commission in New York this week. 

Need for improvement of terminal facilities of the State 
Barge Canal with a view to providing quicker discharge of bulk 
cargoes and the development of a larger volume of westbound 
traffic in order to make it possible to meet Canadian competi- 
tion on eastbound grain, was stressed by witnesses. 

Wilbur LaRoe, counsel for the Associated Industries of New 
York State and the Albany and Buffalo chambers of commerce 
in the eastern class rate investigation, read into the record 
copies of the testimony of R. N. Collyer, chairman of the Trunk 
Line Association, and G. H. Ingalls, vice-president of the New 
York Central, to the effect that the influence of the state canals 
on rail rates had been practically negligible since 1890. The 
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railroads, Mr. LaRoe said, were seeking to give the impression 
that canals would be a greater factor in transportation if the 
railroads could have a voice in their management, as they hag 
before the passage of the Panama Canal act. 


At present, he said, the railroads are not asking rates to 
enable them to meet water competition; instead they ignoreg 
their existence. In view of this situation, Mr. LaRoe asserteq 
that the state could not do anything that would be more helpfy 
to shippers than to maintain the canal at the highest efficiency 
as a competitive transportation agency. Statements of losses 
incurred in the maintenance of the canal, he said, did not take 
into account the great savings to shippers due to the existence 
of the canal, and suggested the advisability of participation by 
the state in the operation of the waterway. 


The railroads, he added, were seeking increases in rates, 
ranging as high as 30 or 40 per cent in some Cases, and seeking 
to disrupt the Buffalo-Pittsburgh rate situation by making the 
rates from Pittsburgh to Philadelphia lower than those from 
Buffalo to New York. They would also increase rates from 
Albany west within the state. The New York Central, he said 
stood to make the greatest gain by the proposed increases and 
was, therefore, will to agree to the Pennsylvania’s proposal to 
reduce the Pittsburgh-Philadelphia rate, which would divert 
traffic from New York to Philadelphia. 


S. W. Bullock, president of the Brooklyn-Buffalo Marine 
Corporation, who was on the stand for the greater part of a day, 
urged a number of improvements, including the removal of ob- 
structions at various points in the canal, maintenance of a wuni- 
form depth of twelve feet, removal of several sharp curves, en- 
largement of terminals, purchase by the state of its own dredging 
equipment, erection of storage bins at Buffalo and Gowanus, in- 
stallation of a floating bridge and conveyors at the Gowanus 
basin for the handling of grain and operation of the elevator 
throughout the year, and dredging of piers 5 and 6, East River, 
and the 53d street pier, North River, to accommodate ocean 
steamers. 


He said the present lack of traffic on the canal was due to 
the fact that the railroads had made tremendous strides in the 
interim between the decline of the old Erie Canal and the dig- 
ging of the new Barge Canal and that, whereas the old Erie 
Canal had passed through the center of the cities that it had 
served to develop, the new canal had to be routed around these 
cities because of increased land values and other conditions and 
was, therefore, in many cases remote from manufacturing cen- 
ters. To overcome this handicap, he said, switching facilities 
must be provided and he thought the state could bring influence 
to bear to induce the railroads to provide such facilities. He 
also suggested the development of motor trucking services as 
an adjunct to the canal. Cargo tonnage on the waterway, he 
said, had increased from 1,300,000 tons in 1919 to 2,500,000 tons 
this year and he predicted a further increase for next year. 
Package traffic, he said, offered about the best field for develop- 
ment, but while some $27,000,000 had been spent to provide for 
the handling of such traffic, bulk cargo handling facilities had 


been neglected, although the latter is at present the chief source 
of revenue. 


As to the diversion of grain shipments to Montreal, he said 
port charges at Montreal were much lower than at New York 
and that Montreal had much better elevator facilities. Free 
elevator service at New York, he said, would bring back a 
great deal of the grain traffic. 


There were about 600 private operators engaged in the canal 
trade, Mr. Bullock said, and there were about 790 boats, with 
a total cargo capacity of about 300,000 tons available for opera- 
tion. The average cost of a wooden barge of 600 tons’ capacity 
he estimated at $13,500 and that of a steel barge of similar ¢a- 
pacity at about $20,000. Rates at present, he said, were at an 


exceptionally low level, due to lack of demand for grain for 


export. 


E. G. Warfield, vice-president of the New York Canal and 
Great Lakes Corporation, suggested provision of better mooring 
facilities for idle boats, to avoid congestion at terminals, super- 
vision and licensing of all Barge Canal employes, extension of 
the west end of Mohawk River locks, provision for the handling 
and storing of bulk cargo at Buffalo, Oswego, and New York, 
supervision and regulation of canal rates to check the operations 
of fly-by-night operators, and measures for protecting the canal 
from freshets in the Mohawk River. He also favored free ele- 
vation and storage for canal operators at both New York and 
Buffalo. The last season, he said, was the best his company 
had had, though rates had been too low. This, he said, had 
been due to panic among the operators, caused by a desire to 
keep their boats employed. 


G. Roy Hall, of the Interwaterways, Line, Inc., advocated im- 
provement in discharging facilities and equipment and aid of 
the state in the development of a greater volume of westbound 
business in order to enable operators to meet Canadian com- 
petition on eastbound grain traffic. He stated the belief, how- 
ever, that Canada was bound to have more grain to export than 
this country for many years to come. 
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American __ 
OyetoetecVan\ bias tele 


President Grant—One of the five sister ships—showing cargo roy! a 
especially designed for rapid handling from lighters on both sides of 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 


Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDENT JACKSON ....... wanton September 12 
*PRESIDENT McKINLEY ....... ee. September 24 
*PRESIDENT JEFFERSON ...............October 6 
*PRESIDENT GRANT............ atoaiwee October 18 
*PRESIDENT MADISON.......... erorgeneats October 30 


* Refrigeration Service 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 
CIEE Gr Be 6c occcescevccseneeeved October 1 
Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phone Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—1714 Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third Street, Corner Stark. 

Seattle—1519 Railroad Avenue, South. 








L. L. BATES, General Freight Agent, Seattle, Wash. 


_ American 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by Admiral Oriental Line, Managing Operators 
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INTERCOASTAL SERVICE 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 





From From From 

New York Baltimore Savannah 
EASTERN KNIGHT ..... Sept. 12 Sept. 16 
MONTICELLO .......... Sept. 19 Sept. 26 Sept. 30 
HANNAWA . .cccccccccce Oct. 3 Oct. 10 Oct. 14 
MONTPELIER ........... Oct. 17 Oct. 24 Oct. 28 
TPR WEEE ccccccccccccce - Oct. 31 Nov. 7 Nov. 11 
0 Sec Nov. 14 Nov. 21 Nov. 25 
I 986 0:0:94:08-04:060'0%6 Nov. 28 Dec. 5 Dec. 9 

Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No.5, New York Docks, Brooklyn, N. Y. 

Through bills of lading issued to Hawaiian Islands, transshipment at 
Los Angeles Harbor without transfer charge, also to all ports of 


California, Oregon, Washington, British Columbia, Alaska and the 


Far East. 


Joint Service with 


HAMBURG-AMERICAN LINE 
NEW YORK TO HAMBURG 
xx*DEUTSCHLAND ...Sept. 17 xx*RELIANCE ......... Oct. 
xx*RESOLUTE ........Sept. 22 xxtWESTPHALIA ..... .Oct. 
x}MOUNT CLAY.....Sept. 24 x*ALBERT BALLIN... Oct. 
xx{CLEVELAND .......0ct. 1 xx{THURINGIA ........ Oct. 


¢Cabin and Third Cabin Passengers. 
Class. x Calls at Cohn (Queenstown). 


8 
15 
22 


*First, Second and Third 
xx Calls at Cherbourg and 


Seuthampton. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG . 


LEGIE (via Baltimore and Hampton Roads).............. Sept. 26 
A STEAMER (via Baltimore and Hampten Roads)........ Oct. 17 
LEGIE (via Baltimore and Hampton Roads).............- Nov. 21 
BALTIMORE TO BREMEN AND HAMBURG 

LEGIE (via Hampton Roads) .........cccscccscccccceccces Oct. 3 
A STEAMER (via Hampton Roads)...........seceeseeees Oct. 24 
LEGIE (via Hampton Roads).........cccccscccccevscceces Nov. 28 

NORFOLK AND NEWPORT NEWS TO BREMEN 

AND HAMBURG 
LEGIE ......00- aie ——_— GEE oneceneseesewouts Dec. 1 
A STEAMER........... t. 27 

NEW ORLEANS TO BREMEN AND HAMBURG 

AMASGGBIA . cccccccccceces sebetucseaneues Second half of October 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 


PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 


DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 








General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 

PITTSBURGH ..... cccecccccccscccsees 4128 Jenkins Arcade Bldg. 
SYRACUSE........ bSeCCeewbeeaeeNeeNeue ee +ee+-201 Mitchell Bldg. 
AGENTS: 

ATLANTA. .ccccccccee Kguinweseeehneabeeeneanaawnl John M. Born 
WALT s ccccccccccescccecce Dichmann, be & & Pugh, Inc. 
Pn mitinenticceeeseceseenerwmeneeeewes C. H. Sprague & Son 
II asc: 3:5.0:6:6-6-0 60105 e:e'eweine cow serous Los Angeles 8S. Co. 
SE ES 6 0:060:s0 0c pekeaeneeuenseweven Richard Meyer Co. 
Dic cc ceccccccccce ..-Dichmann, Wright & Pugh, Inc. 









 iiccteteseoseeeseontee Columbia Pacific Shipping Co. 
ita clas eracernermag wieeinielesieteiereaed Sudden & Christensen 
JR, Se reer Sudden & Christensen 
SAVANNAB........ Ceeereeverocesees oo00eeuew M. J. Hogan & Ce. 
TACOMA, ccccccsccce pemenes tetous® voecezewn Sudden & Christensen 


.--Dichmann, Wright & Pugh, Ine. 
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CANADIAN RAIL PROBLEM 


The Trafic World Ottawa Burcau 


The Canadian general elections will be held October 29, 
and it is evident that the railway problem will bulk large in the 
campaign. Premier King, in his speech, September 5, announc- 
ing the elections, referred at length to the question. He said 
there were two possible solutions of the problem: (1) Amalgama- 
tion of the Canadian National and Canadian Pacific under some 
equitable scheme that would reasonably protect the proprietors of 
both systems; (2) continuance of the two systems as separate 
entities with the introduction, either voluntarily or compulsor- 
ily, of a sufficient degree of cooperation to prevent waste. 
Either form of amalgamation suggested would mean the crea- 
tion of a monopoly of the railway transportation system in Can- 
ada and the centralization of enormous power in the hands of a 
few individuals, but there were “many measures that might be 
adopted under the authority of Parliament which would lead 
to enlightened cooperation of advantage alike to the Canadian 
National and Canadian Pacific and of benefit to the general 
public.” The task was one with which Parliament alone could 
deal, but delay was perilous, and he gave as one of the main 
reasons for calling the elections now that it would provide a 
new Parliament with power to undertake the task. 


Referring to the task of amalgamating the different units 
making up the Canadian National, he said: 


To secure the right man for president, to provide him with a 
board of directors representative of all parts of the country and all 
classes in the community, and to give the president and his board a 
free hand in the direction and management of the road, was the 
necessary first step in carrying out the policy of giving to govern- 
ment ownership fair trial. We searched this continent and Great 
Britain for the man to undertake the work of co-ordination, con- 
solidation and administration. When we had satisfied ourselves that 
we had found the right person we appointed Sir Henry Thornton 
and gave him a three years’ contract, with an understanding that 
if, in that period of time, he demonstrated his capacity to administer 
the system to the satisfaction of the public, the contract would be 
renewed, with due recognition of his services. That obligation has 
been fulfilled and Sir Henry’s services retained for a further period. 
I think it will be generally conceded that we have the right man 
in the right place and that the government has acted wisely and in 
the public interest in approving the course recommended by the board 


of directors of the National Railways, which has ensured the reten- 
tion of Sir Henry’s services. 


It is understood that Sir Henry’s contract has been renewed 
at $60,000 a year—an increase of $10,000. 


Referring to the Canadian Pacific, Premier King said: 


The Canadian Pacific is to my mind as much a Canadian under- 
taking as the government owned system. It is a Canadian enter- 
prise which encircles the globe. An injury to the credit of the system 
would soon prove an injury to our national credit. The present ad- 
ministration has held that, while government ownership should be 
given a fair trial, the Canadian Pacific should be given fair play. 
Both have been recognized as competing systems, but both also have 
been dealt with by the government as great national 
deserving of like impartiality of treatment at the instance of the 
state. It is an open secret that the more vigorous competition with 
which the Canadian Pacific has been faced by the Canadian National, 
combined with other causes, not a few of a character similr to those 
experienced by the Canadian National, has not been without its 
effect on the earning powers of the railway. It is one thing for a 
corporation to be obliged to make good its losses out of dividends: 
it is another thing for it to be able to come to Parliament and have 
annual deficits secured by the credit of the country and recouped 
out of the taxes of the people. There is the crux of the situation, so 
far as the Canadian Pacific is concerned. It is aggravated by the 
fact that the Canadian Pacific is the largest single taxpayer into 


the federal treasury. Is that a position that is easily defensible, or 
defensible for long? 


enterprises 


Competition has been good for both systems, he said, by 
keeping them up to the mark. It was better than monopoly, 
but there was no reason why competition should be unrestricted 
and uncontrolled. He continued: 


Is it not time to see if we cannot work out some form of control 
of the two systems which to their mutual benefit and that of the 
public will lead to co-operation within bounds instead of competition 
beyond bounds? A policy of regulated or controlled competition 
which will bring about a measure of enlightened co-operation is ob- 
viously necessary if the publicly owned system is to have a fair 
trial and the. privately owned system is to have fair play. * * * 

We have established a system of railway rate control; why 
should we not establish some system of railway service control? 
Why should not a considerable saving be effected by running rights 
being granted by each railway to the other over lines where traffic 
is light or special reasons for such a course exists, the whole to be 
worked out on some fair, reciprocal basis? Why should one union 
depot not serve the purpose of two, or one line of railway be substi- 
tuted for parallel lines in many localities? This does not mean that 
the services of employes on either system would be dispensed with; 
it does mean that it would be possible vastly to expand the two 
systems without much in the way of additional cost, to give many 
localities more efficient service than they have at present, and other 
localities a much needed service where none at present exists. Ad- 
ditional railroad construction could be undertaken on a basis having 
regard to the needs of all parts of Canada, without duplication of 
service being thought essential in the interests of competition. 


Without some such solution, he said, there was little or no 
chance of reducing the national debt and taxes, to say nothing 
of railway rates and fares. It could be carried out only by a 
government with a strong majority, and he said he was pre- 
pared, with such a majority, to take up the task at once. 

Referring to ocean transportation, he said that, while Sir 
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William Petersen’s death had occasioned some delay and alters. 
tion in the government’s plans, it had not altered its intention to 
cope with the problem. He said the government had been jp. 
formed by stock dealers that there were thousands of cattle 
waiting shipment to Great Britain unable to procure accommo. 
dation at a cost permitting reasonable profit. “No monopoly op 
land or sea is the policy of the present government with respec 
to transportation,” he said. To carry out such a policy, it was 
just as necessary as in the case of the railways for the goverp. 
ment to have a substantial majority. 


REDUCED GRAIN RATES 


The Traffic World Ottawa Burea, 


The Board of Railway Commissioners for Canada has issueq 
an order instructing the Canadian National and Canadian Pa. 
cific to file tariffs, not later than September 15, reducing rates 
on grain and flour to Pacific ports for export to the same rates, 
proportioned to distance, as grain and flour would carry jf 
moving eastward for export. 

The order results from the application of the Province of 
British Columbia for equalization of grain rates on westbound 
traffic with those on grain moving eastward. The case was 
heard by Chief Commissioner McKeown and Commissioner 
Oliver. Simultaneously with the issuance of the order was is. 
sued a copy of a resolution proposed by Assistant Chief Com- 
missioner McLean and assented to by Commissioners Boyce 
and Lawrence, declaring that the matter of export grain rates 
via Pacific ports and other matters must, of necessity, be dealt 
with as part of the general rate investigation and under the 
judgment to be rendered in connection with that investigation. 
Asked as to what bearing this resolution would have on the 
order of the board, Chief Commissioner McKeown said the 
order would prevail. The order was approved by the two con- 
missioners sitting in the case, and the fact that a majority of 
the board disagreed had no effect on the order. The three com- 
missioners who supported the resolution were not present at 
the hearing on the application, which took place at Vancouver, 
November 5, 1924. Commissioner Boyce disagreed with the 
view of the chief commissioner, saying that the resolution, as 
approved by a majority of the board, prevailed over the judg- 
ment and order, which had the approval of only two com- 
missioners. 


The chief commissioner, in his judgment, says: 





If this application had to do with commodities other than grain 
and flour it would not seem to me necessary to dispose of it prior 
to a report involving whatever changes are generally necessary, but 
the grain business of Canada is of sufficient importance to call for 
special legislation concerning the rates charged for grain and flour. 
Irrespective, almost, of the cost of transpotation, it is decreed that 
this national asset must find its way to market, as far as railway 
carriage is concerned, at a rate substantially lower than other com- 
modities bear. I do not think it can be contended that such action 
is founded on a desire or intention to aggrandize one part of the coun- 
try at the expense of another, but rather for the reason that the 
enormous national value of the grain production of Canada justifies 
such procedure. 


The suggestion has been made from different quarters that the 
board defer judgment in this matter until the work of the general 
freight revision be completed, on the ground that it is part of the 
general subject of freight revision and should be dealt with jointly 
with all other matters and localities involved. Having regard to the 
wide scope of inquiry, it would be unwise, I think, as a rule of 
procedure, to detach individual complaints and make pronouncements 
upon them. But the case of British Columbia has already been the 
subject of inquiry regularly started and carried on by the province 
interested; a hearing was held nearly a year ago; judgment has _ been 
deferred until the effect of legislation then pending might be deter- 
mined, and I do not see how the general inquiry will be embarrassed 
by the disposal of this particular subject. But apart from that it Is 
quite within the range of probability that action will have to be 
taken by the board in other directions to meet situations which 
the interests of various localities in Canada might demand. Before 
many weeks the coal situation may require that rates from Alberta 
and Maritime Province coal mines to Quebec and Ontario be adjusted 
to meet the needs of the two last named provinces. At present, 
refusal to deal with the British Columbia situation on the grounds 
urged would logically entail a denial of coal rate adjustment until 
conclusion of the general rate revision, unless a different treatment 
is to be accorded one province than to another. I am unwilling to 
assent to the view that, pending complete revision, the board must 
cease to function in necessary cases or that its action should be 
fettered as above suggested. If effect be given in_this instance to 
protests not immediately concerned, the board could, hardly turn its 
back on similar protests from British Columbia, should they be made, 
protesting against immediate relief which other places might im- 
peratively need. ; 


In his dissenting judgment, Commissioner Boyce says: 


I, therefore, in the interests of the public generally, and also 
with the object of keeping inviolate the principles laid down in 
former actions, i. e., serving the whole of the Dominion of. Canada 
with equal fairness, dissent from the judgment of the chief com- 
missioner, a copy of which I had not seen until after it had —s 
telegraphed to applicants and made public, and I was thereby denie 
the usual privilege of pronouncing upon the same, which, I think, 
should have been done, particularly after the matter had been dis- 
cussed by the whole board. I think that, in the public interest, an 
order should be issued countermanding Order No. 36769. 


British Columbia is pleased by the action of the board, 
Premier Oliver calling it “another long step forward in British 
Columbia’s freight rates fight. It is tremendously important to 
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SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 


“Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, Inc. 


DETROIT 
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524 Eighth St, DETROIT 
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Prompt and intelligent service. 
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PANAMA MAIL $8.8. CO. 


Fast Freight and Passenger Service 


Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To -—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 


September 26 

October 17 

November 7 
Also regular sailings for Mazatlan, Manzanillo, Acapulco, 
Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 

Balboa and Cristobal (Panama). 
Trans Shipment at Panama for South American and European Ports. 


OFFICES 
2 Pine Street, San Francisco, Cal 
10 Hanover Sq., New York, N.Y. 606 Central Bidg., Los Angeles, Cal. 
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this province and will have a big effect on the grain movement. 
It will make it unnecessary for us now to argue our application 
for lower grain rates.” 

The railways are far from satisfied with the decision. E. N. 
Todd, freight traffic manager of the Canadian Pacific, says it is 
difficult to understand why this particular feature of the rate 
structure should be singled out for immediate action, ‘especially 
when one considers that our present grain rates in the west 


are on a much lower scale than in any other country in the 
world.” He said: 


It is, perhaps, not generally known that, as compared with our 
present export rates from prairie points to the Pacific coast, the 
rates in contiguous territory in the United States are approximately 
30 per cent higher, and, in comparison with the rates eastbound 
from the prairies to the head of the lakes, the rates for equal dis- 
tances in the United States to Duluth are, on the average, 60 per 
cent higher. The order just issued directs the reduction of the 
westbound rates to the same basis as that fixed by Parliament for 
the eastbound rates nearly thirty years ago, notwithstanding that 
the unanimous judgment of the board in the 1922 investigation held 
that this purely artificial basis could not properly be taken as a fair 
measure of the reasonableness of other rates, especially those west- 
bound to the Pacific coast. It would seem that the only sound view in 
connection with the matter is that of the majority of the board, 
which, in the resolution proposed by the assistant chief commis- 
sioner and adopted by the board, expressed the opinion that this 
matter of export grain rates via Pacific ports, and other matters 
pertinent to the investigation, in which hearing may have been held, 
but judgment not rendered, must of necessity be dealt with as part 
of the general investigation. 


PEACE RIVER RATES 


Prairie scale freight rates are in effect on the Peace River 
railways, September 10, and on grain and flour the Crows Nest 
rates apply, President Beatty, of the Canadian Pacific, having 
ratified the proposal. He says the new rates apply whether or 
not the contract for operating the road is renewed with the 
Canadian Pacific, and they will be in force, in any case, as long 
as the C. P. R. operates under its existing contract. The 1925 
crop will thus move out under the reduced rates. Reduced rates 
on passenger traffic will also be operative. 


WELLAND CANAL BLOCKADE 


An unusually low water level has caused a blockade in the 
Welland Canal. The customary level in the canal runs from 13.6 
to 14 feet, and when the steamer Aube went aground recently 
the depth was only 12.9. Shipping men are much worried over 
the occurrence, and lay the blame on Chicago diversion of water 
from the lakes. Figures in the possession of the Montreal Har- 
bor Commission show that the lowest level of the season comes 
in November, when the average is six inches above the prevail- 


ing level. Many grain boats were held up when the Aube went 
aground. 


PROTEST FROM NOVA SCOTIA 


Premier Rhodes, of Nova Scotia, has wired the Board of 
Railway Commissioners protesting against any action by the 
board in reduction or adjustment of freight rates in any prov- 
ince except with reference to the adjustment of the whole 
Canadian rate structure, and asking that any decision be with- 


held until the Maritime Provinces has its case prepared and 
delivered. 


CANADIAN NATIONAL EARNINGS 


Canadian National earnings for the week ending August 31st 
were $6,759,722, an increase of $650,108, or 11 per cent. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has issued the follow- 
ing orders: 

Rescinding Order No. 6844, April 6, 1909, which granted leave 
to the Canadian Freight Association to substitute for the exist- 
ing commodity rates on wire fencing and netting, in carloads, 
from Hamilton, Windsor, and Walkerville to points east of 
Toronto, the class tariff rates thereon, subject to the existing 
commodity rates to Montreal and Ottawa as maxima, except that 
said rates be scaled. 

Rescinding Order No. 18775, February 22, 1913, requiring the 
Grand Trunk and the Canadian Pacific to publish and file com- 
modity rates on wire fencing and wire netting in carloads (in- 


cluding staples and wire gates, when forming part of the said 
car loads) from Montreal. 


CANADIAN CAR LOADING 


Coal mines are shipping again, the new crop has begun to 
move, and the car loading curve is upward. Total loadings for 
the week ended August 29 aggregated 55,996 cars, an increase 
over the previous week of 2,401 cars and over the corresponding 
week last year of 4,042 cars. Grain loading was heavier than 
last year by 325 cars, coal was lighter by 544 cars, lumber in- 
creased 422 cars, merchandise by 1,108 cars and miscellaneous 
freight 2,015 cars. The number of cars received from connec- 


tions (mostly from United States railways) increased 6,281 over 
last year. 


' 
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CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
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Aug. 29 Aug. 22 Aug. 39 
Commodities, 1926. 1925. 1924, 
Grain and Grain Products............ cos «=e 1,948 2,297 
PUNE, occ pacccdecvccecsawreseceasonuee 1,189 1,132 1,196 
See Tiaueinad cndevveeseeeemdelecmesie 3,586 3,549 4,149 
MEL widigiaweence ween semsesis pnimewmemiueneee 344 218 170 
INE inane ware dreiw-acqieleieaeisbiaeeareceueaieeaiot 2,802 2,853 2,572 
IE clos aca ciwiers meinisigielee Garecie aware cares 1,684 1,843 1,598 
Ns cbse once bslces + eeeeceeeese 1,803 1,798 1,688 
eee 1,313 1,207 1,038 
RE Ei Wieiaraiatt wad Gal ar tid 4 106 wiaie: hoes: euie-caewatven 768 1,086 818 
OO, Me Bite de ce ee cescecsevecede 11,934 11,376 11,673 
Miscellaneous .......... Povnan dees wumeweue 11,250 10,916 10,131 
OCs Ue ENON so isicicccccciccscwssce 38,823 37,926 37,330 
Total Cars Rec’d from Connections.. 32,084 29,494 26,307 
WESTERN CANADA 
Grain and Grain Products............e.- 2,154 1,091 1,682 
Live Stock ..... aseetanueats eaaenven were sienna 1,405 1,371 1,230 
re, 1,371 ,370 1,352 
18 22 
1,131 1,277 939 
115 151 
Pulp and Paper 104 105 165 
Other Forest Products. 1,122 955 1,169 
OPO sccececcs bgerecocees cues we 583 596 593 
Merchandise, L. C. L...... edie es meer mnutie 4,761 4,608 3,914 
Miscellaneous .......+.00. baeweeudemeoeeiass 4,324 4,159 3,428 
Total Care EOnGed .60ccscccicccvcses oo B28 15,669 14,624 
Total Cars Rec’d from Connections.. 3,022 3,028 2,518 
TOTAL FOR CANADA 
Grain and Grain Products........cesseeee 4,304 3,039 3,979 
FE EE eovccccoscccccccocce§ 63,594 2,503 2,426 
Coal .cocee k 4,919 5,501 
Coke ...... 362 240 171 
Lumber ...... 3,933 4,130 3,511 
a ee 1,884 1,958 1,749 
Pulp and Paper cove %,9ur 1,903 1,853 
Other Forest Products...... wcccoce 8 Gen 2,162 2,207 
NO vcccsacevsees parks bia wate S31 Cue Reieeeahealeues » 1261 1,682 1,411 
Mercmnmans, fe. Cy Vai cccccvcceccss Sawrelacees 16,695 15,984 15,587 
Miscellaneous ....cccccccscvces ienaennes 15,574 15,075 13,559 
UCR? COTS EMGGOG occ cciiccccecccssccoes 55,996 53,595 51,954 
Total Cars Received from Connections 35,106 32,522 28,825 
CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products....... peeauaeuee 191,055 257,276 
Live Stock........... vieeorernewes weesienees 77,653 75,932 
SE Sein Ube b COR G¥ensor.ose eos aedneeeueceses 118,087 170,510 
SE ABE wSt00eoe e000 o00esseeesenboecssecees 9,536 7,848 
RED cednreecerececce sees woot $000 bee 123,267 126,142 
eee venneqene 99,495 100,047 
. i. .. . ep ereereri reels 70,601 69,168 
Other Forest Products....... env emueeeees ° 100,171 92,789 
OD  ntG0d. 065496006 60 x00.0:0% $iebeeuseeeeesanr 47,231 43,087 
Oe A eS rr pisleeee 525,334 500,119 
PRIBCOTIMOOUD cccsccccccccccceeses eavearetns 419,071 404,823 
Total Cars Loaded............ aa Sarees 1,781,501 1,847,750 
Total Cars Received from Connections 1,150,932 1,108,665 


CANADIAN MONEY CASE 


Arthur B. Hayes and Thomas D. McClathery, as attorneys 
for complainants below and appellants in the United States Cir- 
cuit of Appeals for the third circuit, Philadelphia, have filed a 
brief in No. 3340, New York and Pennsylvania Company, Arm- 
strong, Forest Co., Inc. and West Virginia Pulp & Paper Com- 
pany vs. James C. Davis, Director-General, and the Pennsylvania 
Railroad company, in an endeavor to make the court see that 
the Railroad Administration, when it forced shippers to pay, for 
transportation in Canada, in American dollars, it collected more 
from them than either the Canadian or American statute allowed 
it to collect. Three lower courts have held against the com- 
plainants. The judge in a fourth court has not yet decided the 
case submitted months ago. ; 

It is the contention of the complainants that when Canadian 
and American railroads contract to transport traffic from Canada 
to the United States the tariffs naming the rates in dollars and 
cents must mean Canadian dollars because, under the statute of 
Canada, rates published by Canadian carriers must refer to 
Canadian dollars, and further because in a contract to carry 
freight the money is due when the freight is delivered to be 
transported. From that they argue that in so far as the trans 
portation in Canada was concerned on the traffic in question, 
pulp wood, only Canadian dollars could be collected. But when 
the freight was received in the United States the American rail- 
roads insisted upon payment, for the whole freight bill, in Amer- 
ican dollars. The complainants protested, but, according to the 
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TRANSMARINE LINES 


Gulf ~] ervice 
BEAUMONT, TEXAS 


SERVING 


THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 


Intercoastal Service 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates < Delays 
Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal 
4300 


General Offices: 
Telephone Mulberry 4 5 Nassau St., New York & City 
Telephone Rector 


General 
Besumont, Buffalo, Chicage, Cleveland, Dallas, Fert Werth, Les Angeles, Minneapolis, 
Haldia, Poncaadin Punibendh, Dust Hewerk, Gan Retetin, Wao Peantieee 





Ship by Water 


‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, M Md. ee Pa. ie my Pa. 


And at our Branch whee at ports of call, etc. 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 
27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


Dallas Transfer ana Terminal 
Warehouse Company 


SECOND UNIT SANTA FE BUILDING 


DALLAS, TEXAS 


Is Oldest and Largest Transfer and Warehouse Company in 
Southwest. 284,000 Square Feet Warehouse Space. 


Warehouse located in heart of business district, railroad trackage 
in basement, connecting with all railroads entering Dallas. 
Have organization and equipment to handle your distribution in 
satisfactory way to you and your customers. 


Send Us Your Inquiries and Business 


The Houston Oil Terminal 
Company 


This concern renders a valuable 
service to the Port of Houston. In 
this small space it is impossible to 
tell the story —but, we have pre- 
pared a booklet which puts before 
you the functioning of THE HOUS- 
TON OIL TERMINAL COMPANY 
in graphic form. The book is FREE 
to all purchasing agents interested 
in fueling at the Port of Houston 
and to all others who are interested 
in any phase of the Oil industry. 


Send for it. 


Address 


The Houston Oil Terminal 
—- Ge = 


Building 
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view of the lawyers, whether they protested or not, the law did 
not allow the collection of anything other than Canadian dollars 
for the part of the service performed in Canada and that any- 
thing collected in excess of the Canadian dollars was an over- 
charge. Inasmuch as Canadian dollars then were at a discount 
of about 18 per cent in comparison with United States dollars, 
the argument is that the excess of American money collected 
for services in Canada, under a contract made, and executed in 
Canada, constituted an overcharge to the amount of the discount. 

In support of the contention the complainants pointed out 
that the Canadian authorities, after many of the shipments had 
moved, directed the Canadian railroads to collect a surcharge, 
in Canadian currency, sufficient to bring the combination of the 
Canadian factor and the United States factor up to the amount 
that would have been due had the rates been stated in United 
States dollars. ; 

Not much attention is paid in the brief to the views of the 
judge of the district court, in Pennsylvania, from which the 
appeal was taken because he dismissed the bill on the ground 
that it presented no cause of action, agreeing with the defendant 
Director-General that the contract, tariff and regulations, of 
necessity, called for the payment in American dollars and the 
intimation that it had no jurisdiction, for the remedy for the 
evil, if there were one, was in the legislature and not in the 
courts. No attention was paid to the discussion in the district 
judge’s opinion pertaining to the varying value of the American 
dollar when stated in terms of wheat or corn, because, as the 
brief said, no authority for the views was cited. 

Attention, however, was paid to tlfe citation of Judge Bondy, 
southern district of New York, in Mountain Lumber Co. et al. 
vs. James C. Davis et al., a case raising the same question, also 
decided adversely to the complainants. Judge Bondy cited a 
number of cases in support of his conclusion that “the act (inter- 
state commerce law) unquestionably required the rates, fares 
and charges to be stated in money of the United States.” Mr. 
Hayes countered on that conclusion by saying that, then, on 
that theory if the United States lines issued tariffs governing 
transportation into Canada, the court would necessarily hold 
that the charges had to be collected in Canadian money. He 
said it seemed that the reverse of the court’s proposition showed 
the fallacy of the presumption upon which Judge Bondy based 
his conclusion. As to the meaning of the.statute the brief says: 

When Congress provided for the collection of transportation 
charges in money, it, of course, meant money of the United States 
and for transportation within the United States, for Congress could 
not provide for the payment of transportation charges outside of the 
United States in any particular currency, whereas the court below in 
this case, as well as the court in the Mountain Lumber Company 
case, extended the power of Congress so as to provide in what kind of 
money transportation in a foreign country must be paid. However, 
numerous decisions, prior to these, have laid down the general prin- 
ciple of law applicable, that is, that payment was not to be made in 
United States money, because the contract was a foreign contract, 
the place of payment was in that foreign country, part of the per- 
formance was in that foreign country, and the balance of the per- 
formance was in this country, under a contract made with the con- 
necting carrier by the foreign carrier, the connecting carriers in this 
county having concurred in the Canadian tariffs. 

Counsel submits that under the authorities herein cited, if these 
transportation charges had been paid at point of origin, the whole 
legal obligation would have been satisfied during the first part of 
these shipments by the payment in Canadian money, and that it was 
because of this fact that the Canadian Government authorized and 
directed its carriers to add a surcharge to their tariff charges, suf- 
ficient in amount to pay the United States carriers their published 
charges in United States money, and still leave the Canadian car- 
riers enough money to pay them their charges in Canadian money. 


For the reasons above stated, it is respectfully submitted that the 
decree of the United States District Court below should be re- 


versed. 
STORE DOOR DELIVERY 
The Trafic World New York Bureau 


The New York Merchants’ Association has announced that 
it is sending a questionnaire to merchants in general to ascer- 
tain their views with regard to the adoption of the store door 
delivery plan, long under study and consideration by the asso- 
ciation. 


The store door delivery committee of the Atlantic States 
Regional Advisory Board, of which W. H. Chandler, manager of 
the traffic bureau of the Merchants’ Association, is chairman, is 
sending out a report which reads, in part, as follows: 


It is obvious to all who have investigated the subject, that there is 
a limit to the amount of traffic that can be accommodated at the 
present freight terminals and that during busy periods their con- 
gestion is a material factor in the merchant’s operating costs; also 
that the cost of terminal expansion on Manhattan Island is fast 
becoming prohibitive. 

Store door delivery is believed by some to offer the simplest solu- 
tion of this problem, but before it can be made effective not only 
must the co-operation of the shippers and receivers be secured, but 
also that of the carriers, for it must be apparent that the carriers 
cannot be forced to adopt this method of handling freight. 

The machinery for performing this service would be found in the 
present trucking facilities, which are fully adequate to do this work 
more effectively under carrier supervision, where full loads would be 
the rule rather than the exception, than under the present plan of 
operation, and at a lower cost to the merchant and with more profit 
to the truckman. 

The object of this circular is to ascertain whether shippers and 
receivers in New York city are interested in having ‘‘store door de- 
livery” established by the carriers serving this city, with the under- 
standing that the trucking charge, which would. be added to the 
freight rate would be reasonable. 
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Questions and Answers 


In this department will be answered questions of both legal ang 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Liability of Carrier as Warehouseman 


New York.—Question: We recently filed with one of the 
large carriers claim to cover loss of some material shipped from 
Philadelphia, Pa., to Centralia, Pa., December 1, 1924, this claim 
eng filed on account of carrier’s freight house being destroyed 

y fire. 

Recent advice from the carrier indicates that the shipment 
arrived at destination on December 3rd and that the consignee 
was notified the same day by the usual postal notice and that 
the consignee’s drayman called at the station on December 5th 
but did not pick up the shipment claiming that he had too much 
of a load. The fire did not occur until December 17th. The 
carrier has, therefore, refused to honor our claim, contending 
that they were acting as warehousemen only. 

Will you kindly advise whether we have any redress against 
this carrier? 

Answer: The responsibility of the carrier as such does not 
at once terminate on the arrival of the goods at their destina- 
tion. The contract with the carrier being not only to carry, but 
also to deliver, it follows that to a certain extent the custody 
of the goods as carrier must extend beyond as well as precede 
the period of their transit from the place of consignment to 
that of destination. It is only on the completion of the entire 
duty of the carrier with reference to the transportation of the 
goods that any question as to the reduction of the carrier’s 
liability to that of warehouseman can arise. So long as anything 
remains to be done by the carrier as carrier, before the goods 


are ready for acceptance by the consignee, the carrier’s liability 
as such continues. 


The prevailing rule in most jurisdictions is that, when the 
goods have arrived at their destination, the liability of the 
carrier as such continues until the consignee or his agent has 
had a reasonable time in which to remove them. However, 
under the so-called Massachusetts doctrine which now prevails 
in that state and several others including, we understand, the 
state of Pennsylvania (McCarty vs. New York, etc., R. Co. 
30 Pa. 247), the rule is in substance that, when the goods have 
reached their destination and are placed in a position of reason- 
able safety, ready for delivery to the consignee, the carrier's 
duty as carrier terminates and that of warehouseman begins 
without regard to notice to the consignee or a reasonable time 
for the removal of the goods. 

A carrier which has carried property for hire and is keeping 
it for a reasonable time in a warehouse at point of destination 
until it shall be called for, is a bailee for hire; as such it is 
liable only for a want of ordinary care in the custody of the 
goods; and the care exercised should be in proportion to the 
loss likely to be sustained by want of such care. In the absence 
of negligence on its part a carrier is not liable for damage caused 
to the goods by storm or for their loss by theft or fire. In order 
to hold a carrier liable as a warehouseman, it is necessary for 


the owner of the goods to prove negligence on the part of the 
carrier. 


Liability of Express Company for Loss of Goods Delivered at 
Non-Agency Station 


Oklahoma.—Question: We recently delivered to the Ameri- 
can Railway Express, a shipment consisting of seven items. The 
shipment was prepaid and the express receipt marked P O O R, 
which is the general understanding, “Put Off at Owner’s Risk.” 


The shipment checked short at destination one item. The 
express company advised that they are not liable for this loss. 


Please advise if in your opinion, we can recover. 


Answer: Section 4, paragraph (f) of the Uniform Express 
receipt provides: 


Unless caused in whole or in part by its own negligence or that 
of its agents, the company shall not be liable for loss, damage, OF 
delay caused by—(f) Delivery under instructions of consignor oF 
consignee at stations where there is no agent of the company after 
such shipments have been left at such stations. 


So far as shipments by rail carriers are concerned the rule 
is that the carrier is not liable for loss of or damage to goods 
after they have been unloaded at non-agency stations. See, 12 
this connection, our answer to “New York,” on page 807 of 
the October 11, 1924, Traffic World, under the caption “Liability 
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of Carrier for Damage to Goods Delivered at Non-Agency 
Stations.” 

We see no reason why the same rule should not govern in 
the case of shipments transported by express. 


Routing and Misrouting—No Obligation Upon Carrier to Forward 
Shipment via Obscure Junction in Order to Insure 
Application Lowest Combination Rate 

California.—Question: The Commission in No. 8422, Trexler 
Lumber Company vs. Southern Railway, decided January 2, 1917, 
held that where terminal delivery only was shown on the bill 
of lading it was the carrier’s duty to forward the shipment by 
the cheapest reasonable route affording the desired delivery. 

In No. 15667, Alabama Chemical Company vs. Illinois Trac- 
tion Company, 98 I. C. C. 451, decided April 18, 1925, the 
Commission seems to have reversed itself, holding that the cir- 
cumstances in this case were not such as to render carrier’s 
agent liable for failure to forward shipment by the cheapest 
route. 

It has been our practice to show terminal delivery only on 
bill of lading and carrier almost invariably bills the shipments 
via lowest rated gateways. 

However, if it develops after the shipments move that a 
lower rate is in effect by another route, we feel justified in 
claiming an overcharge, which apparently is contrary to the 
Commission’s views, as expressed in Docket No. 15667. The 
fact that a local agent is not in possession of tariff naming the 
lowest rate, as we view it, is no excuse for misrouting, as he 
can always get in touch with the proper officials of his com- 
pany, who should be in position to give him the proper routing. 

Furthermore, will not carriers be disposed to take advan- 
tage of latter decision to disclaim responsibility in all cases of 
misrouting where local agent does not have necessary tariff 
on file? 

Answer: While it is ordinarily the duty of the carrier to 
forward a shipment via the route over which the lowest com- 
bination rate applies where the delivering line is designated by 
the shipper (Goodman Manufacturing Company vs. P. R. R. Co., 
26 I. C. C. 423), the Commission holds in Alabama Chemical Co. 
vs. Illinois Traction, Inc., 98 I. C. C. 451, that it would be an 
extension of the carrier’s duty beyond reasonable limits to re- 
quire it to be responsible, under the circumstances therein pre- 
sented, for the failure of its agent to make inquiry as to 
whether a lower combination could be figured on some rela- 
tively obscure point. In other words no obligation rests upon 
the carrier to hunt up unnatural connections or practically 
unknown gateways in order to determine the lowest possible 
combination for a given shipment. 

This is in accordance with Conference Ruling 214 (g) read- 
ing as follows: 


Shippers must bear in mind that there is a limit beyond which 
an agent of a carrier could not reasonably be expected to know as 
to terminal delivery or local rates at distant points and on lines of 
distant roads to or with which he has no specific joint through rates. 
Consignors and consignees should co-operate with agents of car- 
riers in avoiding misunderstandings and errors in routing and must 
expect to bear some responsibility in connection therewith. 


Liability of Initial Rail Carrier Where Goods Tendered to It 
Are Not Packed in Accordance With Requirement 

of Connecting Water Carrier 
Florida.—Question: We recently had a car of machinery 
shipped from A, Ill., to B, Florida, routed X Railroad to C, 
Y Railroad to B. Upon delivery of the machinery to the Y 
Railroad at C they declined to accept, claiming shipment was 
improperly crated. The shipment consisted of several pieces of 
heavy machinery, two pieces of which weighed 6,750 lbs. each. 

Shipment was covered by through bill of lading. 

We do not find any specific rule covering specifications for 
crating this class of machinery, and it is our understanding that 
in view of the shipment having been accepted by initial carriers 
on through bill of lading basis, to be delivered to a line which 
was a physical connection, that if shipment was accepted from 
shippers improperly crated for transporting by a connecting 
line, the burden of responsibility rests with the carrier accepting 
such shipment. 

Shippers in this case were required to re-crate shipment 
at their expense before connecting line would accept it. We 
will be pleased to have your opinion as to whether or not the 
amount involved for re-crating can be entered against the carrier 
in the form of claim. 

Answer: In our opinion the initial carrier may be held 
responsible for the additional expense to which you were put 
for recrating the shipment in question if it accepted for trans- 
portation, as a through consignment, a shipment which to its 
knowledge or as to which it was charged with knowledge of 
the fact that the shipment was not packed in such manner as 
to insure its acceptance by its connection. 

The above is subject, however, to the qualification that if 
the manner in which the shipment was packed was not such as 
to justify the connecting carrier in refusing to accept it for 
transportation as packed, you must look to the connecting carrier 
for your remedy. 

Proof of Loss or Damage 

Indiana.—Question: Please advise us as to the following: 
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In event shipment of kitchen cabinets is made from point of 
manufacture to warehouse in carload lots to be redistributed 
from warehouse in less carload lots and shipments arrive jp 
apparent good order and delivering carrier holds receipts fo, 
this shipment, but upon unpacking the consignee finds tha 
shipment has concealed damage; he immediately reports this 
to the delivering carrier and they have notation put upon ey. 
pense bill and concealed damage reports made out. With thege 
documents he proceeds to file claim and the railroad company 
decline the claim on a basis that they are responsible for only 
50 per cent of the amount on account of liability to damage 
while in transit from manufacturing point to warehouse anq 









































































claim that shipment should be unpacked at warehouse to deter. c0! 
mine whether it was in good order or not. 
Will you let us know any legal steps or otherwise you have of 
in our behalf or against it.® 
Answer: Where goods have been shipped in carload lots co. 
from point of manufacture to a distributing point and are re. P 
shipped in less than carload lots from the distribution point, Wi 
after having been placed in a warehouse at that point, proof 
must be made by the shipper of the delivery of the goods in nc 
good condition to the carrier transporting the goods from the 
distribution point in order to recover damages for injury to such re 
goods. 
Where the bill of lading recites that the goods were received Ww 
in apparent good condition, the burden is on the carrier to show 
that they were not in good condition when received; and this wv 
the carrier must do by clear and satisfactory evidence. The 
statement in the bill of lading that the goods were received in SI 
apparent good condition is, as a rule, prima facie evidence of 
the fact. f 
It is a question of fact to be determined from the evidence 
submitted by the plaintiff and defendant carrier as to whether N 


the goods were delivered to the carrier in good condition or 
whether they were in a damaged condition at the time of their 
receipt by the carrier for transportation. 

If the evidence shows that the goods were delivered to the 
carrier in good condition and received at destination in an 
injured condition, the carrier is liable for the full amount of 
the damage. 


Damages—Measure of 


Nebraska.—Question: Can you cite us to any decision of 
the federal court establishing as a basis for settlement of loss 
and damage claims, the wholesale value of an article at 
destination? 

Answer: The market value at place of destination is the 
criterion of value by which the amount of damages for loss or, 
or injury to, goods is ordinarily to be determined. This state- 
ment of the law is simple enough but its application to particular 
instances is not always such, for, in the absence of an estab- 
lished market at destination for the commodity shipped it is 
not, as the decisions of the courts are evidence of, always an 
easy matter to determine at a given time what the market value 
of that commodity is at the time the shipment was delivered 
or at the time it should have been delivered, in case of the loss 
thereof. 

For this reason the courts have found it necessary to employ 
various methods or to admit testimony of various sorts tending 
to prove what in a given case is the market value of the 
article at its destination or if a market value cannot be estab- 
lished what is the fair and reasonable value of the commodity 
at destination, if it is one which has no market value in the 
accepted use of that term. 


As illustrating the difficulty of laying down any one rule 
by which to determine the market value of a commodity we refer 
you to the decisions in Heidritter Lumber Co. vs. C. R. R. of 
N. J., 122 Atl. 691; Brown Coal Company vs. Illinois Central 
R. R. Co., 192 N. W. 920; American Railway Express Co. vs. 
Parisian Hat Co., 240 S. W. 947; Smith vs. N. Y. O. & W. R. R. 
Co., 195 N. Y. S. 521; Merchants & Manufacturers Transporta- 
tion Co. vs. Branch, 232 Fed. 494; Liberty Sales Company Vs. 
Davis, 198 N. Y. S. 252; A. C. L. R. R. Co. vs. Stovel-Pace Co., 
118 S. E. 62; Feelyater vs. C. M. & St. P. Ry. Co., 190 N. W. 193; 
and B. & O. C. T. vs. Becker Milling Machine Co., 272 Fed. 933. 

A comparison of the first two cases cited above, which 
involve the liability of a carrier for the loss of part of a carload 
shipment the two courts have arrived at opposite conclusions 
upon the question of whether or not the retail value could be 
recovered. In the Brown Coal Company case the court held that 
inasmuch as the evidence showed that the consignee was 4 
dealer in coal at both wholesale and retail; that he had on hand 
at the time in storage a sufficient quantity to meet all demands 
of his business; that the coal was not needed to fill any out- 
standing orders; that appellee intended to store the coal and 
sell it as occasion might demand; and that it was not necessary 
for him to go into the market to replace the lost coal, his 
measure of recovery was the cost of the amount of the coal 
delivered at the mines plus freight if paid, and war tax and 
no more. 

On the other hand, in the Heidritter Lumber Co. case, the 
court held that the consignee was entitled to recover for the 
shortage at the time of delivery, not the wholesale value at place 
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The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
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of shipment, but the retail value at the place of destination, 
when it was impossible to replace the coal at destination at 
wholesale rates. 

In the Parisian Hat Company case, 240 S. W. 947, referred 
to above, which involved delay to a shipment consisting of 41 
hats, elastic veils and two bolts of veiling, the court held that 
the term market value as to the facts under which the consignor 
sought to recover, must be considered as meaning the price at 
which such merchandise would sell in the open market in quan- 
tities as shipped at Ranger, Texas, the destination of the ship- 
ment, and that in the absence of a wholesale market at that 
place at the time said merchandise should have been delivered 
at destination, then the actual of said merchandise on said date 
at the nearest wholesale market to Ranger, Texas, would be 
admissible to be considered with other evidence in determining 
the actual value of said merchandise at Ranger, Texas. 

In the Smith Case, 196, N. Y. S. 521, which involves the 
liability of a carrier for conversion of a carload of coal, the 
court said: 


The common law rule of damages in a case like this is the value 


of the goods at the place of destination at the time they should: 


have been delivered. Parsons vs. Sutton, 66 N. Y. 92; Saxe vs. 
Penokee Lumber Co., 159 N. Y. 371, 54 N. E. 14. 

It does not appear in the stipulated facts that the plaintiff should 
go into the open market and purchase coal of the kind and quality 
that was wrongly delivered in this case; the stipulation being that 


the invoice cost and replacement value at Fulton was, including 
freight, $424.59. 


The plaintiff did not actually purchase coal to supply the place 
of that not delivered, and pay therefor the retail rate, so the rule 
applied in Haskel vs. Hunter, 23 Mich., 305, has no application. 

The true rule is the market price of goods of the kind specified 
in the quantities specified at the place of destination. Wendnagle 
vs. Houston, 155 Ill. App. 664. The plaintiff is not entitled to re- 
cover his prospective profits upon the resale of the coal at retail for 
that would constitute special damage, the fact which would entitle 
him to special damage are not pleaded in his complaint, and conse- 
quently can not be recovered here. Stecker vs. Weaver Coal and 
Coke Co., 116 App. Div. 772, 102 N. Y. S. 89, affirmed 192 N. Y. 856, 
85 N. E. 1116. It follows that plaintiff is entitled to judgment for 
the sum of $424.59, with inferest from Dec. 8, 1920. 


In the Branch case, 282 Fed. 494, the wholesale price at 
which the shipper had agreed to sell the goods was adopted as 
the fair wholesale market price in the absence of other evidence, 
it being held that the carrier was not liable for the retail 
value. This case covered a carload shipment of potatoes. 

In the Stovall-Pace Company case, 118 S. E. 62, which cov- 
ered an L. C. L. shipment of merchandise, the invoice price of 
the shipper to the consignee, the plaintiff, was held sufficient 
to support a finding of value where there was no rebuttal testi- 
mony as to the value, and the goods were seasonable standard 
merchandise and not a fluctuating commodity. 

In the Feelyater case, 190 N. W. 193, it was held that the 
price fixed in the sales contract was some evidence of value at 
destination. 


In the Becker Milling Machine Co. case, 272 Fed. 933, it was 
held in ascertaining damages there is no objection to profit as 
such, and it is only when an attempt to ascertain profits leads 
to conjecture and speculation that profits are rejected; that, 
though there is no market place or public exchange in which 
by competitive offers and bids the market price of a special type 
of machine can be determined, the amount purchasers are 
willing to pay is evidence of the sales value in an action against 
a carrier for their destruction; that where owner of a spécial 
type of machine, two of which were destroyed by a carrier, sold 
them through manufacturers’ agents, who were neither pur- 
chasers on their own account for resale at a uniform price or 
selling agents on commission, such uniform selling price, without 
deduction of the selling cost, was not the measure of damages. 

In addition to the above referred to cases there are numer- 
ous other cases which hold that the retail value is not the basis 
upon which to base the computation of damages to which a 
shipper is entitled. See the following cases: Texas & Pac. Ry. 
Co. vs. Payne, Tex. Civ. App. 58, 38 S. W. 366; Heidenheimer vs. 
Schlett, 63 Tex. 394; C. R. I. & P. Ry. Co. vs. Broe, 16 Okla. 
25, 86 Pac. 441; Cincinnati, N. O. & T. P. Ry. Co. vs. Hansford, 
125 Ky. 37, 100 S. W. 261 and Cent. of Ga. R. Co. vs. Amer. Coal 
Co., 28 Ga. App. 95, 110 S. E. 320. 

From the above cases it is apparent that there are numerous 
methods at arriving at the amount of damages for which the 
carrier is liable in the event of delay to, loss of, or injury to a 
shipment, and these necessary vary with the proof which is 
available in a given case as well as the circumstances under 
which the shipment is made. 

In this connection see also the case of Y. & M. V. vs. Delta 
Grocery & Cotton Co., 98 Sou. 779, referred to in our answer to 
“Florida” on page 1604 of the June 21, 1924, Traffic World, 
under the caption “Damages—Measure of.” 

Damages—Measure of, Where Part of Released Value Shipment 
Is Lost or Damaged 

Nebraska.—Question: A shipment of rugs originating in 
New England Territory on Road A, destined west of the Mis- 
sissippi River and delivery made by Road B. Upon arrival one 
bale was damaged, necessitating repairs. Road B declines claim 
on the grounds that shipment was released at $125.00 per cwt., 
and that the consignee realized from the salvaged rug a few 
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dollars more than the valuation allows based on weight. 


Our opinion is that this is true in case of loss but not o 
damage. Please advise. 


Answer: The fact that goods in their injured condition are 
worth more than the agreed valuation does not free a carrie: 
from liability. See Frank vs. Mich. Cent. R. Co., 154 N. yg 
701; Baird vs. D. & R. G., 162 Pac. 79; Dee vs. S. P. L. Ag 
S. L. R. Co., 167 Pac. 246; Washington Horse Exchange ys 
Wilson, 176 S. W. 1036. In the case last referred to it was saiq: 


The usual rule as to the measurement of damages is not changeg 
by the above clause, and this rule is the allowance to the shipper 
of the difference between the market value of the horses in the 
condition in which they would have arrived at destination py 
for the negligence of the defendant, and their market value in the 
condition in which, by reason of such negligence, they did arrive 
New York, etc., R. Co. vs. Estill, 147 U. S. 291; Missouri, ete., R. Co. 
vs. Fagan (Tex.), 9 S. W. 749; Hutchinson, Harriers, T70(a); Railroag 
vs. Hale (Tenn.), I S. W. 620. 

The appellees correctly urge that the stipulation as to value ip 
the above clause has nothing to do with the ascertainment of any 
depreciation in the value of the animals, or with the measurement 
of damages, and that it operates solely to limit the amount of re. 
covery of damages when measured by the rule, above outlined. When 
the amount of loss is thus fixed, only so much thereof may pass 
into a recovery as does not exceed the contract limit on liability, 

The parties may, of course, by express provision to that effect, 
stipulate that in case of partial loss the damage shall be propor. 
tioned as is here contended it should be, on the basis of the sum 
named as the maximum limit. But where, as in this instance, 
this is not done, the question becomes one of construction, and very 
generally the view is entertained that such stipulations are to be con- 
strued as permitting recovery for the damages actually done; the 
amount recoverable, however, not to exceed that agreed upon as com. 
pensation for a total loss. 4 R. C, L. 793, 250; Note 88 Am. St. Rep, 
113, 114 cifing Georgia R. Co. vs. Reid (Ga.), 17 S. E. 934; Starnes 
vs. Railroad (Tenn.), 19 S. W. 675. 

In the last cited case it was said: 

“The question is not, What did each animal bring in the market 
in its injured condition? But rather, To what extent and in what 
amount, not above $100, was it damaged through the fault of the 
defendant? Not what value is left in the animal, but what elements 
of value were wrongfully taken away. To illustrate: A horse shipped 
under such a contract loses one eye through the negligence of the 
carrier, and the owner sues for damages. The question in such a 
case is, How much has the animal been damaged by the loss of the 
eye? and not, Will he sell for as much as $100 with but one eye,” 
The agreement is that the carrier shall not be liable for more than 
$100 in case of damage; not that no liability shall attach if the 
horse, though injured, shall sell for as much as that sum. 


Notice of Claim—Necessity for Filing 
illinois.—Question: The close of paragraph 11, of Section 20 
of the Interstate Commerce Act reads as follows: 


Provided further, that it shall be unlawful for any such common 
carrier to provide by rule, contract, regulation, or otherwise a shorter 
period for giving notice of claims than ninety days, for the filing 
of claims than four months, and for the institution of suits than 
two years, such period for institution of suits to be computed from 
the day when notice in writing is given by the carrier to the claim- 
ant that the carrier has disallowed the claim or any part or parts 
thereof specified in the notice: Provided, however, That if the loss, 
damage, or injury complained of was due to delay or damage while 
being loaded or unloaded, or damaged in transit by carelessness or 
negligence, then no notice of claim nor filing of claim shall be re- 
quired as a condition precedent to recovery. 


With reference to the last provision (Provided however, 
That if the loss, damage, or injury complained of was due to 
delay or damage while being loaded or unloaded, or damaged 
in transit by carelessness or negligence, then no notice of claim 
nor filing of claim shall be required as a condition precedent 
to recovery)—does this mean that in cases of this kind, no 
notice is necessary, and no limitation applies as to when a claim 
may be filed? Also, if a limitation does apply, does the law 
compel a railroad company to observe the limitation, i.e., to 
turn down a claim not filed within allotted time, or is it optional 
with the railroad company? 

Answer: So far as interstate shipments are concerned, it 
has been held that the stipulation in the shipping contract 
requiring notice of claim cannot be waived. G. F. & A. Ry. vs. 
Blish Milling Co., 241 U. S. 190; Davenport vs. C. & O. Ry Co. 
149 N. Y. S. 865; Concordia Hosiery Co. vs. Pa. R. Co., 69 Pa. 
Super. Ct. 381; Freeman vs. A. C. L., 118 S. E. 69; Hubbard- 
Grace Co. vs. Payne, Director General, 118 S. E. 152; Rogers 
& Co. vs. East Carolina Ry., 118 S. E. 885; L. & N. R. Co. vs. 
Harrell Co., 198 N. Y. S. 531. 

However, in its decision in William M. Barrett, as president 
of the Adams Express Co. vs. Arthur Van Pelt, 69 U. S. (L. ed.) 
465, the Supreme Court of the United States, in construing the 
provision of the Act quoted by you, held that unless a claim 
is filed within the time stipulated in paragraph (b) of Section 2 
of the bill of lading, the shipper must prove carelessness or 
negligence on the part of the carrier in order to recover for 
loss, damage or injury to a shipment due to delay or damage 
while being loaded or unloaded or damage in transit by care- 
lessness or negligence, which burden of proof is not on the 
shipper where notice of claim is filed in accordance with the 
bill of lading provision. 

Limitations—Failure of Carrier to Register Claims With Com- 
mission Does Not Warrant Waiver of Provisions of 
Paragraph 3, Section 16 of Act 

Arkansas.—Question: We are anxious to know what re- 
course, if any, the claimant has in the handling of reparation 
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claims. For example, we filed reparation claim with the carriers 
on March 20, 1922, on a shipment that moved in November 1921 
along with many other reparation claims involving the same 
commodity and destination. All of these claims were filed to- 
gether but bearing different numbers. A request was made 
upon the carriers to register with the Commission but, for 
some unknown reason, they only registered part of the claims 
and part of the claims they filed immediately for handling and 
all claims that were registered or filed with the Commission 
in the statute of limitation were paid but the other claims that 
the carriers held out and did not file with the Commission until 
the two-year limit had expired were denied. 

It does not seem to us that the claimant or consignee should 
suffer in a case of this kind due to the carrier’s negligence. The 
claims were all filed within three months after the shipments 
moved and we would like to know if there is any recourse that 
“a have under conditions of this kind or, are the claims a total 
oss? 

Answer: While it is unfortunate that the carrier failed to 
file certain of your claims with the Commission, this fact does 
not, in our opinion, permit the Commission to waive the require- 
ment of paragraph 3 of Section 16 of the Act that claims be 
filed with it within two years from the date of the delivery of 
the shipments covered thereby. See, in this connection, Louis 
Werner Saw Mill Co. vs. I. C., 17 I. C. C. 388. 


LUMBER SHIPMENTS 


Reports received by the National Lumber Manufacturers’ 
Association from 331 of the larger softwood mills of the country 
for the week ended September 5, indicated an apparent decrease 
in production, shipments and new business, as compared with 
reports from 372 mills for the preceding week. This decrease 
probably was due to the Labor Day holiday, resulting in 41 fewer 
mills reporting on time. Despite the decrease for the week, 
substantial increases were noted in all three items in comparison 
with the same period a year ago. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


aun Corresponding Preceding Week 
Past ee 
331 


Week, 1924 1925 (Revised) 
NI ei aia oa aipvesave brane 366 372 
Production ....ece- 231,494,631 217,889,755 253,133,181 
SRIPMONtE ..cccvcce 223,778,546 206,282,326 247,940,223 
Orders (new bus.). .223,096,968 201,858,957 259,918,065 


The following revised figures compare the lumber move- 
ments of the seven associations for the first thirty-six weeks of 
1925 with the same period of 1924: 


Production 


Shipments Orders 
BOE Siva cieSecriones 8,755,378,948 8,641,191,086 8,514,499,375 
cae wie tare wae 8,368,351,631 8,311,237,449 8,056,561,128 
1925 Increase..... 387,027,317 329,953,637 457,938,247 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
21,410 cars the week ended September 5, as compared with 18,044 
cars (revised) the preceding week, according to the weekly sum- 
mary of the Bureau of Agricultural Economics of the Department 
of Agriculture. The bureau said the peak of the season’s ship- 
ments probably would be reached, as usual, in early October. 
Sharp decreases in shipments of cantaloupes and watermelons 
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Note, items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 14—Washington, D. C.—Examiner Brown: 

* Finance No. 4899—In the matter of the application of the Atchi- 
son, Topeka & Santa Fe Ry. Co. for authority to acquire con- 
trol of the Gulf & Northern Ry. Co. by purchase of capital stock. 

September 14—Washington, D. C.—Examiner Brinkley: 

Val. Dkt. No. 508—In re the tentative valuation of the property of 
the Shelby Northwestern Railway Co. 

September 14—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 511—In re tentative valuation of the property of Mis- 
souri & North Arkansas R. R. Co. 

September 14—Augusta, Ga.—Examiner Johnson: 

17093—Augusta Face Brick Co. et al. vs. A. C. L. R. R. et al. 
September 14—Chi Oo, Il.—Examiner Sharp: 

16976—Indian Refin Co., Inc., vs. L. & N. R. R. et al. 

15383—Earl Brothers vs. C. M. & St. P. Ry. 

September 14—Boston, Mass.—Commissioner Eastman: 

' 15879—Eastern Class Rate Investigation. (Further hearing.) 

Gaptessber 14—Louilsville, Ky.—Examiner Cummings: 

7068— Brown & Sons Lbr. Co. vs. A. G. S. R. R. et al 
1. & S. No. 2485—Live stock from Texas to Cincinnati, O., Indian- 
apolis, Ind., Louisville, Ky., and related points, 
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were more than balanced by gains in other lines, esDecially 
grapes, apples, potatoes, tomatoes, peaches and lettuce, the bu 
reau said, adding that because of the holiday September 7, fina] 
shipment figures were not available when the report was Dre. 
pared and that all shipment data, therefore, were estimates 
Shipments for the week ended September 5 were reported ay 
follows: 

Apples, 2,299 cars; cauliflower, 87 cars; cabbage, 670 ‘cars. 
cantaloupes, 566 cars; celery, 187 cars; cucumbers, 146 cars; grape; 
2,642 cars; lemons (old crop), 22 cars; lemons (new crop), 113 
cars; lettuce, 877 cars; miscellaneous melons, 243 cars; mixeq 
citrus fruits, 14 cars; mixed deciduous fruits, 365 cars; mixeg 
vegetables, 662 cars; onions, 651 cars; oranges, 377 cars; peaches 
2,341 cars; peppers, 73 cars; pears, 1,684 cars; plums and prunes 
344 cars; string beans, 22 cars; sweet potatoes, 734 cars; tomatoes 
1,102 cars; watermelons, 1,157 cars; potatoes, 4,032 cars, P 


LOSS AND DAMAGE CLAIMS 


“Claims resulting from loss or damage to freight shipments 
while in transit on the railroads of the United States were the 
smallest, compared with the volume of freight handled, during 
the first six months this year of any corresponding period op 
record, according to reports filed by the carriers for that period 
with the freight claim division of the American Railway Asggo. 
ciation,” says a statement issued by the association. 

“Loss and damage claims paid during the first six months 
in 1925 by the railroads totaled $20,380,879 although the number 
of cars loaded with revenue freight during that period was the 
greatest ever handled by the carriers during any corresponding 
period on record. 

“The total claims paid was a reduction of 23.3 per cent 
under that for the first six months in 1924 and a decrease of 
12.3 per cent under the same period in 1923. It, also, was a 
decrease of 25.6 per cent under the first half of 1922 and 634 
per cent below 1921. 

“There has been a continuous reduction ever since 192) 
in loss and damage to freight and property for the country as 
a whole. This has been brought about, not only by active 
cooperation between the railroads themselves, but also by the 
shippers and receivers of freight. There has been better packing 
on the part of shippers and more care has been used in handling 
freight on the part of the railroads.” 


COAL PRODUCTION AND SHIPMENT 


“The week of August 24-29 records a total production of 
bituminous coal amounting to 11,218,000 net tons,” the Bureau 
of Mines of the Department of Agriculture says in its current 
weekly coal report, adding that this was the highest weekly 
output since January 24. 

Production of anthracite the week ended August 29 totaled 
2,319,000 net tons, an increase of 5 per cent over the preceding 
week. Total production from January 1 to August 29 amounted 
to 62,417,000 tons, a gain of 3.5 per cent over the same period 
of 1924. 

Soft coal dumped at Lake Erie ports for transshipment by 
lake vessels totaled 916,559 net tons the week ended August 30 
as compared with 1,047,304 tons the preceding week. Anthracite 
shipped from Lake Erie ports the week ended August 30 totaled 
44,658 tons as compared with 34,410 tons the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
amounted to 453,066 net tons for the period August 24-29. Cars 
of soft coal forwarded over the Hudson to eastern New York and 
to New England totaled 3,498 the week ended August 15, and cars 
of hard coal totaled 4,567. 


Sp —— 
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* Fourth Section Application 12734 filed by Agent F. A. Leland. In 
re establishment rates for transportation of live stock, (To be 
heard with I. & S. 2485.) 


September 14—Indianapolis, Ind.—Examiner Disque: 
16854—E. H. Rolf Coal & Supply Co. vs. C. & O. Ry. et al. 
16068—P. Bronstein & Sons vs. Wabash Ry 


15940—Indiana Coal Merchants Service Bureau, Inc., vs. B. & 0. 
R. R. et al. 


September 14—Washington, D. C.—Examiner Turner: 
Finance No. 3929—Excess income of the Sioux City Terminal Rail- 
way Company. 
September 14—Washington, D. C:—Examiner Brinkley: 
' Valuation No. 507—In re tentative valuation of the property of the 
Shelby County Ry. Co. 
September 14—Detroit, Mich.—Examiner Copenhafer: 
16711—White Star Refining Co. vs. Santa Fe et al. 
17176—Dow Chemical Co. vs. Pere Marquette Ry. Co. et al. 
September 15—Washington, D. C.—Examiner Marchand: 
* Valuation No. 199—In re tentative valuation of the property of the 
Greenwich & Johnsonville Ry. Co. : 
* Valuation No. 296—In re tentative valuation of the properties of 
the Cooperstown & Charlotte Valley R. R. Co. amd the Coopers- 
town & Susquehanna Valley R. R 


* Valuation No. In re tentative valuations of the properties of 
the Delaware & Hudson Company, et al. 
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STORAGE 












DISTRIBUTION 


market Cold Storage and War, thin 
Se Co, 


GEORGE S. LOVEJOY 
Manager General Storage Department 


quincy 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 













SUMMER STREET STORES ' ie eae i. 
Direct connection with jew York, New Haven Direct connection - poten ny 
Hartford Railroa 
Capacity, 2,000,000 cubic feet. Capacity, 1,480,000 cubie feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 








It Is Like Having a Branch Plant 


or Your Own Warehouse 
In the Metropolitan District When You Secure Space in 


~KEN NA. 


TERMINAL 


This former U. 8S. Army Base is fast becoming a great peace-time 
center for the storage, manufacture and distribution of merchandise 
of every character. 


Kenna Terminal is in the greatest industrial center of this country, 
with 6,000,000 people within a radius of 10 miles; with direct con- 
nections with every important railroad to the Atlantic Seaboard, 
and giving berth in a 30 ft. channel to the largest ocean vessels. 
It is just like having a branch of your own when you use Kenna 
Terminal for a distribution point. Your goods are available for 
immediate delivery in this wonderful market. Goods for domestic 
== shipment are moved by hand truck across the loading platform to 
LEHIGH VALLEY RP- the motor truck, freight car or steamer. Goods for export shipment 

tre handled on a covered wharf direct to the largest steamer, or 
if coming direct from your plant, are put aboard steamer from 
the car in which they are loaded at your factory. 


Such ‘facilities as these could not be obtained by an individual manufacturer without a huge expenditure. 


* KENNA TERMINAL, PORT NEWARK, NEW JERSEY 


= Charles Milbauer, General Manager, Address P. O. Box 504, Newark, N. J. 
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* Valuation No. 331—In re tentative valuation of the property of 
Wilkes-Barre Connecting R. R. Co. 

September 15—Washington, D. C.—Examiner Boles: 

' Finance No. 4980—In the matter of the application of Muscle Shoals, 
Birmingham & Pensacola R. R. Co. for authority to issue stock, 
pursuant to Section 20a of the Interstate Commerce Act. 

' Finance No. 500i—In the matter of the application of the St. Louis- 
San Francisco Ry. Co. for an order under the provisions of para- 
graph (2), Section 5 of the Interstate Commerce Act, authorizing 
it to acquire control of the Muscle Shoals, Birmingham & Pensacola 
R. R. Co. by purchase of stock. 

* Finance No, 5039—In the matter of the application of the Muscle 
Shoals, Birmingham & Pensacola R. R. Co. under the provisi 
Paragraph (18) of Section 1 of the Interstate Commerce Act for a 
certificate of public convenience and necessity to acquire and 
operate an existing line of railroad. 

September 15—Detroit, Mich.—Examiner Copenhafer: 
16826—Ann Arbor Railroad Company et al. vs. Baltimore & Ohio 
Railroad Company et al. 
September 15—Chicago, Ill.—Examiner Sharp: 
17054—A llaire 


. Woodward & Com y vs. Santa Fe et al. 
Sepeeoee 15—Washington, D. C.— iner Hill: 


6748—The M. Hamm Co. vs. B. & O. R. R. et al. 
September 16—Washington, D. C.—Examiner Quimby: 

Val. Dkt. No. 453—In re tentative valuation of the property of the 
Jackson & Eastern Railway Co. 

September 16—Washington, D. C.—Examiner Boyden: 

Val. Dkt. No. 467—In re tentative valuation of the property of the 
Hannibal Connecting R. R. Co. 

September 16—Chicago, Ill.—Examiner Sharp: 

Fourth Section App. No. 12704, filed by Agents Jones and Boyd, In 
re rates on plaster and gypsum products, C. L., from Alabaster, 
Grand Rapids, Mich., Centerville, Ft. Dodge, Ia., and Port Clinton, 
Ohio, district points to points in Ilinois and Wisconsin. 

September 16—Washington, D. C.—Examiner Woodrow: 
‘Valuation No. 474—In re tentative valuation of the property of the 
Fairport, Painesville & Eastern R. R. Co. 
September 16—Florence, Ala.—Examiner Cummings: 
6943—Florence Chamber of Commerce vs. L. & N. R. R. 
September 16—Tulsa, Okla.—Examiner Hall: 
'16921—Tulsa Traffic Association et al. vs Santa Fe et al. 

16863—Tulsa Rig, Reel & Manufacturing Co. et al. vs. M.-K.-T. 

R. R, et al. 
Sogteber 16—Savannah, Ga.—Examiner Johnson: 
6016—Savannah Traffic Bureau, Inc., vs. Savannah & Atlanta Ry. 
Co. and Chas. EB. Gay Jr., and T. B. Felder, Receivers. 
oye 17—Washington, D. C.—Examiner Boles: 
inance No. 4888—In the matter of the application of the New 
Orleans, Texas & Mexico Ry. Co. for authority to acquire con- 
trol of the Sugar Land Ry. Co., Asherton & Gulf Ry. Co., and 
the Rio Grande City Ry. Co., by purchase of capital stock. 
Coteneer 17—Chicago, Ill.—Examiner Sharp: 
ourth Section Apps. Nos. 12712 et al., filed by Agent E. B. Boyd 
et al., in re rates on classes and commodities between Chicago, 
Peoria, Cairo, Ill., St. Louis, Mo., and other points in the states 
of Illinois, Indiana, Iowa, Kentucky, Michigan, Missouri and Wis- 
consin on one hand, and St. Paul, Duluth, Minn., and points in 
Michigan, Minnesota and Wisconsin on the other, etc. 
September 17—Washington, D. C.—Examiner Gaddess: 
i. and S. No. 2473—(and first supplemental order)—Brass, bronze 


and copper ingots, pig, scrap and related articles on Official 
Classification territory. 


1. & S. 2473—(2nd supplemental order)—Brass, bronze and copper 
ingots, pig, scrap and related articles in Official Classification 
territory. 

September 17—Jacksonville, Fla.—Examiner Johnson: 
17079—Smith, Richardson & Conroy, Inc., vs. A. C. L. R. R. et al. 


September 17—St. Louis, Mo.—Examiner Disque: 
* 17059—Bear State Oil Co. vs. Santa Fe et al. 
* 17102—Milne Lumber Co. vs. C. R. R. of N. J. et al. 


September 18—Tulsa, Okla.—Examiner Hall: 
i. and §. No. 2461—Switching at Tulsa, Okla. 


September 18—Grand =“ Mich.—Examiner Copenhafer: 


7034 and (Sub. No. Vegetable Parchment Co. vs. 
Santa Fe et al. 


17206—Kalamazoo Vegetable Parchment Co. vs. C. K. & S. Ry. et al. 

September 18—St. Louis, Mo.—Examiner Disque: 

9702—Memphis Southwestern Investigation. 

Fourth Section Application No. 12615 et al. 

*® No. 10284, Fort Worth Freight Bureau et al. vs. Director General, 
as agent, Abilene & Southern Ry. Co. et al. 

* Fourth Section ane No. 12556 et al., filed by F. A. Leland, 
In re brick to Southwestern territory. 

September 19—Washington, D. C.—Examiner Hill: 

‘i & S&S. No. 2492—Petroleum from West Virginia to New York and 
Pennsylvania. 

September 19—Chicago, Ill._—Examiner Sharp: 

14096—Carnation Milk Products Company vs. Ahnapee & Western 
Ry. Co. et al. 

September 21—Washington, D. C.—Examiner Kephart: 

Valuation No. In re tentative valuation of the property of 
Genesee & Wyoming Railroad Company and Halite & Northern 
Railroad Company. 

September 21—Milwaukee, Wis.—Examiner Sharp: 

16678—The Chamber of Commerce of Beaver Dam, Wis., et al., vs. 
A. C. & Y. Ry. et al. 

September 21—Atlanta, Ga.—Examiner Johnson: 

1. and S. No. 2477—Lumber from Kentucky to Ohio points. 

* Portions Fourth Section Application 1952 filed by L. & N. R. R.— 
In re charge for transportation of lumber and articles taking 
same rates from Covington, Latonia and Newport, Ky., to Hamil- 
ton, Middletown, Miamisburg and Dayton, Ohio. (To be heard in 
connection with I. & S. 2477, Lumber from Ky, to Ohio pts.). 

September 21—Wichita, Kan.—Examiner Hall: 

17159—(and Sub. No. 1)—Southern Kansas Grain and Grain Products 
Association vs. C. R. I. & P. Ry. et al. 

* 1. and S. No. 2459—Transit privileges on grain, grain products and 

seed, at St. Louis-San Francisco Ry. points. 

September 21—Kansas City, Mo.—Examiner Money: 


* 17200—Foster Lumber Company vs. C. B. & Q. R. R. et al. 
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September 21—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 311—In re tentative valuation of the properties of th 
New York, New Haven & Hartford Railroad Company et al -* 

September 21—Washington, D. C.—Examiner Witters: 
7218—Wililson & Co., Inc., of Okla. vs. C. R. I. & P. Ry. et al. 

September 21—Mobile, Ala.—Examiner Cummings: 

16942—Lerio Patent Cup Co. et al. vs. Ala., Fla. & Guif R. R. et a), 

September 21—Chicago, Ill.—Commissioner Eastman: 

* 15879—Eastman Class Rate Investigation. (Further hearing.) 

September 21—St. Louis, Mo.—Examiner Disque: 

16697—The Chicago, Rock Island & Pacific Ry. Co. et al vs. B. & 0 
R. R. et al. ‘ 

September 21—Washington, D. C.—Examiner Sweet: 

14104—Interchangeable Mileage Ticket Investigation. 

September 21—Argument at Washington, D. C.: 

bs a ee Traffic Bureau vs. Director General, A. q. 

-@e i 
Portions Fourth Section Applications Nos. 2057 and 2061, file 
by J. F. Tucker, agent. 

16505—Alabama Mining Institute vs. Ilinois Central R. R. et al, 
New York & Long Branch R. R. Co. as of June 30, 1918. 

September 22—New Orleans, La.—Examiner Cummings: 
7043—Arthur T. Vanderbilt and Charles G, Wilson, Receivers of th 
Southern Cotton Oil Co., vs. A. C. L. R. R. 

September 22—Argument at Washington, D. C.: 

12780—Western Pine Manufacturers Assn. et al. vs. Director General, 
as agent, Ann Arbor R. R. Co. et al. 

16206—Ohio Body & Blower Co. vs. The A. C. & Y. Ry. et al. 

veer ar? Eriksen and F. H. Lundblade et al. vs. Ann Arbor R, R, 
et al. 

September 22—Kansas City, Mo.—Public Service Commission of Mis. 
souri and Public Service Commission of Kansas. 

* Finance No. 4906—In the matter of the joint application of the St, 
L.-S. F. Ry. Co. and the Kansas City, Ft. Scott & Memphis Ry, 
Co. under paragraphs (18) to (21), inclusive, Section 1, of the 
Interstate Commerce Act for a certificate of public convenience 
and necessity authorizing the abandonment of a portion of a line 
of railroad and the operation thereof. (Further hearing.). 

September 23—Kansas City, Mo.—Examiner Money: 

15117—Iola Cement Mills Traffic Association et al. vs. Santa Fe et al. 

ba a Atlas Portland Cement Company (of Kansas) vs. Santa 

ee 

September 23—Washington, D. C.—Examiner Woodrow: 

Valuation No. 493—In re tentative valuation of the property of the 
Ligonier Valley Railroad Company. 

September 23—Minneapolis, Minn.—Examiner Sharp: 

17088—Page & Hill Company vs. Minn. & International Ry. Co. et al, 

September 23—Argument at Washington, D. C.: 

16089—Coca Cola Co. vs. A. T. & S. F. Ry. et al. 

16161 and (Sub. Nos. 1 and 2)—Lone Star Gas Company vs. A. T. 
& 8S. F. Ry. et al. 

15941—Traffic Bureau of Knoxville et al, vs. A. O. L.R. R. et al 

September 23—Washington, D. C.—Examiner Davis: 

Finance No. 4942—Application of Wabash Ry. Co. for authority to 
acquire control of the Ann Arbor R. R. Co. by purchase of capital 
stock. 

September 23—Pittsburgh, Pa.—Examiner Copenhafer: 

16701—Detroit Soda Products Co. et al. vs. The Akron & Barberton 
Belt R. R. Co. et al. 

17036—Kendall ee Co. vs. A. & V. Ry. et al. Portions Fourth 
Section Application Nos. 702 and 20732. 

September 23—New Orleans, La.—Examiner Cummings: 

Fourth Section App. Nos. 12633 and 1€675 (filed by Agent E. B. Boyd 
and Canadian Pacific Railway, respectively)—In re rates on News- 
print paper, C. L., from Port Arthur, Fort William and West 
Fort, Ont., Canada, to New Orleans, La., based on rates from 
International Falls, Minn., etc. 

September 23—Washington, D. C.—Examiner Hill: 


16849—New England Paper & Pulp Traffic Assn. et al. vs. Me. Cent. 
R. R. et al. 


September 23—Washington, D. C.—Examiner Boyden: 


Valuation No. 494—In re tentative valuation of the property of the 
Augusta R. R. Co. 


September 24—Atlanta, Ga.—Examiner Johnson: 
17097—E. C. Mayo et al. vs. Southern Ry. et al. 


17138—The Virginia Cullulose Company, Inc., vs. Norfolk & West- 
ern Ry. et al. 


September 24—Pittsburgh, Pa.—Examiner Copenhafer: 
* 47058 and Sub. No. 1—The Globe Brick Company vs. The Penn. R. R. 


September 24—Washingeton, D. C.—Examiner Way: 


Valuation No. 468—In re tentative valuation of the property of 
the Cornwall R. R. Co. 


September 24—Argument at Washington, D. C 
15395—Live Poultry & Dairy Shippers Traffic 
& Southern Ry. et al. 


September 24—New Orleans, La.—Examiner Cummings: 
17040—Edward Hines Yellow Pine Co. et al. vs. A. C. & Y. Ry. et al. 
bar wy" gamete Broom & Mop Handle Factory vs. G. & LS. R. R. 


et al. 
16856—Lumberton Broom & Mop Handle Factory vs. N. 0. & N. B 
R. R. et al. 
September 25—Washington, D. C.—Examiner Hill: 
17135—Clinchfield Coal Corp. vs. C. C. & O. Ry. et al. 
17136—Clinchfield Coal Corp. vs. C. C. C. & O. Ry. et al. 
September 25—Pittsburgh, Pa.—Examiner Copenhafer: 
16944 and (Sub. No. 1)—Armstrong Cork Co. vs. Penn. R. R. et al. 
September 25—Kansas City, Mo.—Examiner Hall. 
> t. te No. 2506—Basis on transit wheat bran between southwestern 
points. 
September 25-26—Argument at Washington, D. C.: 
= > Agama No. 1)—Prairie Pipe Line Co. vs. Ark. Western Ry. 
o. et al. 
15716—Cosden Oil & Gas Co. vs. Santa Fe et al. 
‘ 15688—Prairie Fipe Line Co. vs. Santa Fe et al. 
* 15496—The Carter Oil Co. vs. Santa Fe et al. 
15400—Bradford Rig & Reel Co. et al. vs. Santa Fe et al. 
15592—Phillips Petroleum Co. vs. Santa Fe et al. 
15781—Fred M. Lege, Jr. vs. Chicago, Rock Island & Gulf Ry. et_al. 


er yas Carter Oil Co. vs. Chicago, Rock Island & Pacific Ry. 
et al. 


“Association vs. Abilene 
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Public Confidence Is The True 
Test Of Merit | 


Thousands of GMC users express their faith in 
GMC by the surest sign—repeat orders. They 
know that GMC never sits back and rests in self- 
satisfaction every time it does a good job. GMC 
keeps right on working hard to do a still better 
job of furnishing high-grade performance with 
economy. These haulage buyers use GMC’s con- 
tinuous advance in the furthering of their own 
progress. Why don’t you investigate GMC’s per- 
formance records? 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
Pontiac, Michigan 


General Motors Trucks 
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September 26—Chicago.—Examiner Sharp: 
10691—O. E. Burns and F. R. ee trading as Burns & Knapp 
Lumber Company vs. Big Sandy Kentucky River Ry., Director 


General, et al. ed hearing to permit complainants to offer 
proof of damage. 


September 28—Chicago, Ill.—Examiner Sharp: 
1. & S&S. No. 2493—Grain and grain products from C. F. A. points to 
Aurora, Garrettsville, Mantua and Solon, Ohio. 
September 28—Washington, D. C.—Examiner Brinkley: 
Val. Dkt. No. 466—In re tentative valuation of the property of the 
Detroit & Toledo Shore Line R, R. Co. 
September 28—Chattanooga, Tenn.—Examiner Johnson: 
6479 and Sub. No. 1—Southern Sewer Pipe Works vs. L. & N. R. R. 
1. and S. No. 2446—Wagon parts, “Chattanooga, Tenn., to Southern 
destinations, 
September 28—Washington, D, C.—Examiner Kelley: 


Val. Dkt. No. 390—In re tentative valuation of the property of the 
Nesquehoning Valley Railroad Company. 


Val. Dkt. No. 391—In re tentative valuation of the property of the 
Bay Shore Connecting Railroad Company. 
Val. Dkt. No. 392—In re tentative valuation of the Allentown Ter- 
minal Railroad Company. 
Val. Dkt. No. 401—In re tentative valuation of the properties of the 
Central Railroad Company of New Jersey et al. 
Val. Dkt. No. 417—In re tentative valuation of the property of the 
September 28—Argument at Washington, D. C.: 
5225—Board of Railroad Commissioners of the State of Iowa vs. 
Cc. R. R. of N. J. et al. 


1. & S. No. 2317—Coal from Niagara Frontier to points in W. T. L. 
Territory. 


September 28—Pittsburgh, Pa.—Examiner Copenhafer: 
* 14960—Freehold Lumber Co. vs. C. & O. Ry. et al. 
Sept. 28—Wastington, D. C.—Examiner Law: 
— } ag 3702, Excess income of the Detroit & Toledo Shore Line 
4 Oo. 
September 28—Kansas City, Mo.—Examiner Disque: 


i. & S. No, 2453—Rice from Arkansas, Louisiana and Texas to 
Western Trunk Line and Central territories. 


September 29—Washington, D. C.—Examiner Brown: 

* Finance No. 4818—In re application of Chesapeake & Ohio Ry. Co. 
for a certificate of public convenience and necessity authorizing 
the construction of (1) an extension of its line from a point at 
or near Gilbert, W. Va., to a point near Mullens, W. Va.; and 
(2) an extension of its line from a point at or near Stone Coal, 
W. Va., to a point near Mullens, W. Va. 

September 29—Washington, D. C.—Examiner Boyden: 

Valuation No. 504—In re tentative valuation of the properties of 
the Oklahoma, New Mexico & Pacific Ry. Co., and The Ringling 
& Oil Fields Ry. Co. 

September 29—New Orleans, La.—Examiner Cummings: 

1. and S. No. 2478—Various commodities from New Orleans, La., 
group to Texas points. 

September 29—Pittsburgh, Pa.—Examiner Copenhafer: 

12420—Carnegie Steel Co. vs. Director-General, as agent, Penn. 
R. R. et.al. 
September 29—Argument at Washington, D. C.: 


16022—Arkansas Jobbers & Manufacturers Assn. vs. A. T &S. F. 
Ry. et al. 


15363—M. W. Warren Coke Co. vs. Santa Fe et al. 
Finance No. 4508—Proposed operation of line by Pennsylvania R. R. 
and Pennsylvania, Ohio & Detroit R. R. 
September 30—New Orleans, La.—Examiner Cummings: 


'l. & & No. 2481 (ist supplemental order)—Petroleum from Arkan- 
sas to Louisiana and Texas. 


September 30—Chicago, Ill.—Examiner Sharp: 
* 1. & S. No. 2497—Storage in transit on Import Traffic. 
September 30—Kansas City, Mo.—Examiner Disque: 
"or on Robinson Milling Co. et al. vs. Abilene & Southern Ry. 
o. et al. 
September 30—New Orleans, La.—Examiner Cummings: 


1. and S. No. 2481—Petroleum from Arkansas to Louisiana and 
Texas. 


September 30—Washington, D. C.—Examiner Hill: 
14012—Sewell Valley R. R. vs. C. & O. Ry. 


September 30—Argument at Washington, D. C.: 
16112—Ogden Grain Exchange vs. Abilene & Southern Ry. et al. 
September 30—Pittsburgh, Pa.—Examiner Copenhafer: 
17050—Andrews Bros. Co., Inc., et al., vs. Penn. R. R. 
October 1—Washington, D. C.—Examiner O'Neill: 
* Valuation No. 427—In re tentative valuation of the properties of 
the Sewell Valley R. R. Co. and Loop & Lookout R. R. Co. 
October 1—Washington, D. C.—Examiner Kephart: 


* Val. Dkt. No. 498—In re tentative valuation of the property of the 
Cambria and Indiana Railroad Company. 


October 1—Chicago, Ill.—Examiner Sharp: 

* 1. & S. No. 2496—Express rates on fruits and vegetables between 
Mountain-Pacific and Eastern territories. 

October 1—New Orleans, La.—Examiner Cummings: 

1. & S. No. 2488—Rice, carloads, from New Orleans, La., to Bowling 
Green, Ky. 

* Portions Fourth Section Application No. 1952 filed by Louisville 
& Nashville R. R.—In re charge for transportation of rice, car- 
loads, from New Orleans, La., to Bowling Breen, Ky. (To be 
heard in connection with I. & S. No. 2488.). 


October 1—Washington, D. C.—Examiner Woodrow: 


Val. Dkt. No. 451—In re tentative valuation of the property of Ches- 
wick & Harmar Railroad Company. 


October 1—Kansas City, Mo.—Examiner Disque: 
17089 and Sub. No. 1—Hale-Halsell Co. vs. M.-K.-T. R. R. et al. 


October 1—Big Stone Gap, Va.—Examiner Johnson: 

i. S. No. 2468—Brick and clay products from Big Stone Gap, Va., 

to Kentucky and Ohio and Mississippi River crossings. 
October 1—Argument at Washington, D. C.: 

Finance No. 4353—Application of the Boston & Maine Railroad for 
certificate permitting abandonment of portions of its so-called 
Lowell & Lawrence and Salem & Lowell Branches, and a con- 
necting track between said portions. 

Finance No. 4477—Application of Boston & Maine Railroad for 


certificate permitting abandonment of its so-called Newburyport 
Branch. 
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Finance No. 4590—Application of Boston & Maine Railroad for 
certificate permitting the abandonment of its so-called Soyt, 
Reading Branch. 

Finance No. 4591—Application of Boston & Maine Railroad tor 
certificate permitting the abandonment of a portion of its a. 
called Lawrence Branch. 

October 2—Kansas City, Mo.—Examiner Disque: 

17123—Benson Bros. Lumber Co. et al. vs. Santa Fe et al, 
October 2—Argument at Washington, D. C.: 

Finance No. 4475—Application Boston & Maine Railroad to abandon 


its North Weare & Manchester and Milford branches in Hillsboro 
and Merrimack Counties, N. H. 


Finance No. 4476—Application Boston & Maine Railroad to abandoy 
operation of the New Boston Railroad in Hillsboro County, N, q 

Finance No. 4549—Application Boston & Maine Railroad to abando, 
its Bethlehem Branch in Grafton County, N. H. 

Finance No. 4550—Application Boston & Maine Railroad to abandoy 
its Belmont Branch in Belknap County, N. H. 

Finance No. 4551—Application Boston & Maine to abandon operation 

of Petersborough R. R. in Hillsboro Co., N. H. ° 

Finance No. 4552—Application Boston & Maine Railroad to abandon 

its Keene Branch in Hillsboro and Cheshire Counties, N. H. 
October 3—Kansas City, Mo.—Examiner Disque: 


1. & S. No. 2462—Grain and in products from Des Moines 
Arkansas and Oklahoma. wed » Ta., to 


October 5—Chicago, Ill.—Examiner Sharp: 
* |. and S. No. 2504—Ice from Illinois and Wisconsin to the Chicago 
District. 
October 5—Washington, D. C.—Examiner Rasch: 
* Valuation No. 500—In re tentative valuation of the property of 
Oneida & Western R. R. Co. 
October 5—Washington, D. C.—Examiner Wagner: 
16123—The Canyon Coal & Coke Company et al. vs. B. & O. RR 
et al. (Further hearing.) 
October 5—Charleston, W. Va.—Examiner Johnson: 
* 1. & S. No. 2499—Salt from Ohio and W. Va. points to Ohio and 
Indiana points. 
October 5—Portland, Ore.—Director Manhaffie: 
Finance No. 4730—In the matter of the application of the Oregon 
California & Eastern Ry. Co. for a certificate of public con- 


venience and necessity authorizing the construction of lines of 
railroad in Klamath and Lake Counties, Ore. 


Finance No. 4810—In the matter of the application of the Oregon 
Trunk Ry. for a certificate of public convenience and necessity 


authorizing the constructiion of lines of railroad in Deschutes and 
Klamath counties, Ore. 


Finance No. 4914—In the matter of the application of the Central 
Pacific Ry. Co. for a certificate of public convenience and neces- 


sity authorizing the construction of a line of railroad in Klamath 
County, Ore., and Modoc County, Calif. 

Finance No. 4924—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of the Nevada-Cal- 
ifornia-Oregon Ry. by purchase of capital stock. 

Finance No. 4941—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of Oregon, California 
& Eastern Ry. Co. by purchase of capital stock. 


October 5—Brownsville, Tex.—Director Mahaffie: 
Finance No. 4823—Application San Antonio & Aransas Pass Ry. Co. 
for a certificate of public convenience and necessity authorizing 


the construction of an extension of its line of railroad from 
Falfurrias to the Rio Grande River. 


October 5—Kansas City, Mo.—Examiner Disque: 

* 16506 and (Sub. Nos. 1 to 15, incl.)—The Larabee Flour Mills Corp. 
vs. Santa Fe et al. 

October 5—Washington, D. C.—Examiner Haley: 

Finance No. 3845—Excess income of the Montour Railroad Company. 

October 6—Washington, D. C.—Examiner Roberts: : 

* Valuation No. 482—In re tentative valuation of the properties of 
the Tennessee and North Carolina R. R. Co. et al. 

October 5—Bellefonte, Pa.—Examiner Copenhafer: 


17004—Chemical Lime Co. et al. vs. Bellefonte Central R. R. Co, et al. 
17005—Chemical Lime Co. et al. vs. A. C. & Y. Ry. et al 


t al. 
17217—George C. Meyer et al. vs. Bellefonte Central R. R. et al. 
October 6—Washington, D. C.—Examiner Way: 
* Val. Dkt. No. 495—In re tentative valuation of the property of the 
Aberdeen & Rockfish R. R. Co. 
October 6—Pittsburgh, Pa.—Director Bartel: 
16067—Maintenance-of-way expenditures. 
October 6—Kansas City, Mo.—Examiner Disque: 
* 17130—Russell Grain Co. vs. A. G. S, R. R. et al. 
October 7—Kansas City, Mo.—Examiner Disque: 
* 1. & S. No. 2465 (1st supplemental order)—Grain and grain products 
from Colorado to Wisconsin. 
October 7—Washington, D. C.—Examiner Marchand: t 
Valuation No. 207—In re tentative valuation of the properties © 
Main Central R. R. Co. et al. th 
Valuation No. 101—In re tentative valuation of the property of the 
Portland Terminal Company. t 
Valuation No. 221—In re tentative valuation of the property ° 
Boston & Maine R. R. System. t 
Valuation No. 123—In re tentative valuation of the property ° 
the St. Johnsbury and Lake Champlain R. R. Co. t 
Valuation No. 116—In re tentative valuation of the property ° 
the Montpelier and Wells River R. R. 
October 7—Argument at Washington, D. C.: ae 
Finance No. 2806—In re application of Southeastern Railway Com 
pany for a certificate of public convenience and necessity. RR 
so Corporation Commission vs. Arizona Hastern 4. 
Co. et al. 
October 7—Harrisburg, Pa.—Examiner Copenhafer: iron- 
¢ 15380 (and Sub. No. 1)—The Atlas Portland Cement Co. vs. Adiro! 
dack & St. Lawrence R. R. Co. et al. 


October 8—San Francisco, Calif.—Railroad Commission of the State 
of California: ity 

* Finance No. 5008—Application of Southern Pacific Co. for authorty 
to acquire control of the Central California Tractien Co. by P 
chase of Capital stock. 

October 8—Chicago, II|._—Examiner Sharp: ’ icht 

* 1. & Ss No. 2505—Refrigeration of less carload perishable freig: 
in Illinois Classification Territory. 

October 8—Argument at Washington, D. C.: 


ee Corporation Commission vs. Arizona Eastern R. RB. 
et al. 
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OFFICERS 


LLIAM J. HOGAN, 
™ President and Treasurer 
NORMAN METZGER, 
Vice-President and Secretary 
A. B. EEROYMSON, 
Vice-President in Charge of Operation 
H. A. GROFF, 
Manager Accounting Department 
J.S. GANO, 
Manager Terminal Properties 
F. L. SULLIVAN, 
Manager Traffic Department 
W. L. HOLZBAUR, 
Chief Refrigerating Engineer 


OPERATING 


INTERSTATE TERMINAL WAREHOUSES, Inc. 
Cleveland, O. 


NORTH PIER TERMINAL CO., Chicago 
(Subsidiary Interstate Terminal Warehouses, Inc.) 
INDIANA REFRIGERATING CO., Indianapolis 
(Subsidiary Interstate Terminal Warehouses, Inc.) 


CINCINNATI TERMINAL WAREHOUSE 
Cincinnati 
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October 9—Argument at Washington, D. C.: 
11455—Manufacturers Association of York, Pa. vs. Penn. R. R. et al. 
October 10—Muscatine, Ia.—Examiner Disque: 


* 16963—Automatic Gravel Products Co. et al. vs. 
Ry. et al. 


October 12—Washington, D. C.—Examiner Rasch: 

* Val. Dkt. No. 484—In re tentative valuation of the property of the 
Red River and Gulf Railroad. 

October 12—Washington, D. C.—Examiner Way: 


* Val. Dkt. No. 525—In re tentative valuation of the property of the 
Bauxite & Northern Ry. Co. 


October 12—Peoria, Ill.—Examiner Disque: 
16985—Illinois China Co. et al. vs. Santa Fe et al. 
Cuaber 12—Argument at Washington, D. C.: 


15508—F rench ceed & Carbon Co. vs. Chicago & North Western 
Ry. Co. et al. 


14883 (and Sub. Nos. 1 to 3, incl.)—West Virginia Pulp & Paper 
Co. vs. Baltimore & Ohio R. R. Co., et al. 
1. & S. No. 2130—Pulpwood from Washington, D. C., to Tyrone-Lock 
Haven, Pa., group points. 
October 12—Washington, D. C.—Examiner Law: 


vanes No. 3903—Excess income of the Roscoe, Snyder & Pacific 
y. Co. 


October 12—Washington, D. C.—Examiner Davis: 
Finance No. 4943—A pplication of Norfolk & Western Ry. Co. for au- 


thority to acquire control, by lease, of the railroad of the Vir- 
ginian Railway Company. 


October 13—Washington, D. C.—Examiner Roberts. 


* Valuation No. 503—In re tentative valuation of the property of West 
Virginia Northern R. R. Co. 


October 14—Chicago, Ill.—Examiner Disque: 


‘ 15234—Divisions of Freight Rates in Western and Mountain-Pac- 
ific territories. 


October 15—Washington, D. C.—Examiner Norman. 
Valuation No. 398—In re tentative valuation of the property of 
Piney River & Paint Creek R. R. Co. (Further hearing.) 
October 15—Washington, D. C.—Examiner O'Neill: 


* Val. Dkt. No. 483—In re tentative valuation of the property of the 
Angelina & Neches River R. R. Co. 


October 15—Argument at Washington, D. C.: 


'. & S. No, 2441—Pig iron from Southern points to Northern and 
Western points, 


October 15—Washington, D. C.—Examiner Law: 


Finance No. 3829—Excess income of the Midland Valley Railroad 
Company. 


October 19—Washington, D. C.—Examiner Halderman: 


* Valuation No. 457—In re tentative valuation of the properties of 
the C. & O Ry. Co. et al. 


* Valuation No. 477—In re tentative valuation of the property of 
the C. & O. Ry. Co. of Ind. 
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* Valuation No. 179—In re tentative valuation of the pro 
Nelson & Albemarle Ry. Co. 

October 19—Washington, D. C.—Examiner Boyden: 

* Val. Dkt. No. 496—In re tentative valuation of the property of Aj. 
lene and Southern Ry. Co. 

October 19—Washington, D. C.—Examiner Corbitt: 

Valuation No. 476—In re tentative valuation of the propert 

Atlantic & Western Railroad Company. 


October 19—Washington, D. C.—Examiner Faris: 


Val. Dkt. No. 336—In re tentative valuation of the properties of the 
Long Island Railroad Company et al. 


Perty of 
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Digest of New Complaints 


No. 17304. International Oil Co. et al., Minot, N. D., vs. Abilene % 
Southern et al. 

Unreasonable rates on_ petroleum and its products from points 
in Texas, Oklahoma and Kansas to points in the Dakotas ang 
Minnesota. Asks rates for future and reparation. 

No. 17330. Illinois Coal Traffic Bureau, Chicago, IIl., vs. Arkansas 
Valley Interurban et al. 

Unjust, unreasonable, and discriminatory practices, descriptions 
and rates applicable to bituminous coal from Illionis mines to 
points in Nebraska, Iowa, Kansas and Missouri. Asks cease and 
desist order and relief for the future. 

No. 17357. Kay County Gas Co., Ponca City, Okla., vs. Gulf, Colo. 
rado & Santa Fe et al. 

Charges in violation of sections 1 and 3 of the act, on petroleum 
crude oil from Texon, Tex., to Texas City, Tex., and later moved 
in tank steamers to Atlantic coast points. Asks reparation. 

No. 17358. Higginbotham-Bartlett Co., Inc., et al. 
Abilene & Southern et al. 

Unreasonable rates and charges on roofing, building and paving 
materials, asbestos, etc., from points in Missouri, Illinois, 
Louisiana and Ohio to destinations in Texas, Oklahoma and 
Louisiana. Asks cease and desist order, rates for future and 
reparation. 

No. 17360. B. F. Nelson Mfg. Co. et al., 
Ahnapee & Western et al. 

Rates in violation of first three sections of act, on building and 
roofing materials from the Twin Cities to points ‘in C.F. A. terri- 
tory, as compared with rates from points in Illinois, Indiana, 
Michigan, New York, Ohio and Pennsylvania. Asks cease and 
desist order and rates for future. 

No. 17352. W. T. Macken, Granite Hill, Ga., vs. A. C. L. et al. 

Charges in violation of section 1 and 6 of the act, on curbing 
from Granite Hill, Ga., to St. Petersburg, Fla. Asks rates for 
future and reparation. 


» Dallas, Tex., vs, 


Minneapolis, Minn., vs. 


“TRAFFIC SERVICE” 


Interstate Commerce Cases 
Rate Compilations 

Traffic Statistics 

ICC Reports Furnished 


Advisory Service on ICC Procedure 
and the Law of Carriers 

Rate Quotations 

Tariff Interpretations 


Loss and Damage Claims 
ees Claims 
Freight Bills Audited 
Routings 


INTERSTATE TRAFFIC COMPANY 


TRAFFIC MANAGERS 
319-320 TRANSPORTATION BUILDING 


J. M. SMITH, Manager 


Washington, D. C. 





Phone Main 6810 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 


AND COMMERCE EXPERTS AND SPECIALISTS 





AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


ee Interstate Commerce 
Panis Este nad Compare 
Raced foie Less and Damage Claims 





CHARLES E. 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg.. Washington, D. C. 


BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and tion Matters 
Interstate Commerce and Commission Cases 


E. W. HOLLINGSWORTH 
Commerce Attorney 


BELL 


San Francisco 


Oakland 
Bank of Italy Bidg. 127 Montgomery Street 





INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 


> Traffic Service. Rate ons Classi- 

ation Cases. Overcharge, Loss Damage 
Claims. Auditing and Routing. 

Car Tracing Service That MOVES FREIGHT 


Fifth Floor, Lincoln Bldg., Detroit | Box 172, 


CAMPHUIS & COMPANY, Inc. 
Customs Brokers Forwarding Agents 


Write us for a copy of our revised 
“SHIPPING INSTRUCTIONS” 
to Mexico via the Texas Border Ports 





YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 


LAREDO, TEXAS cation to each one of our readers. 
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Chicago’s 
Increasing 
Industrial 


Strength 


HICAGO’S position on the Amer- 

ican Continent puts it in closer 
contact with important sections of 
the United States and Canada than 
any other commercial and industrial 
center. 


It is accessible, furthermore, to a 
greater percentage of the population 
of North America than any other 
city. 

With 50,000,000 people one night’s 
ride from Chicago, and with 40 per 
cent of the railroad facilities of the 
country terminating in Chicago, it 
is easy to see why LOCATION AND 
TRANSPORTATION stand out as 
practical factors in the development 
of Chicago’s industry and commerce. 


xR RR RR RR RH 













6 bw facilities and experience of 

Hodge, Nicolson & Porter, Inc., 
are such as to enable us to capitalize 
these fundamental and vital factors 
for industries that seek more advan- 
tageous locations in which to trans- 
act their business at a profit. 


x eK KR RR RK 


Hodge, Nicolson 
& Porter, Inc. 


1782 Illinois Merchants Bank Bldg. 
Chicago, IIl. 
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IF YOU WANT 


HIGH CLASS TRANSPORTATION SERVICE 


IN 


INDIANA—OHIO—MICHIGAN 
Consult the FL ECTRIC RAILWAY Traffic Man 





Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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EDMONTON? 


SASKATOON 


VANCOUVER 


SEMERSON 
J SPOKANE 
R THIEF RIVER FALLS 


TLAN . 
PORTL D vee 


MACKINAW 
city 


MENOMINEE 


FREIGHT SERVICE 


Between 


j2—~., All Points in the East and South 


ah a and 
: Northwest, Western Canada 


North Pacific Coast | :~ 





To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI- 
CATE. This document must be delivered railroad agent at initial point with the shipment and 
accompany same to Canadian port of entry. 


Boston, Mass., 40 Central St. Pittsburgh, Pa., 2041 Oliver Bldg. 
Buffalo, N. Y., 409-410 Iroquois Bldg. AGENCIES nn Ore., 3rd and Pine Sts. 
Chicago, Ill., 707 Standard Trust Bldg. Los Angeles, Cal., 605 So. Spring St. 3 ; ., 2050 Railway Exch. Bldg. 
g. 


940 Rookery Bldg. Memphis, Tenn., Porter Bldg. . ul, Minn., 1112 Merchants Nat’l Bank Bldg. 
Chippewa Falls, Wis. Milwaukee, Wis., 68 Wisconsin St. San Francisco, Cal., 675 Market St. 

Cincinnati, O., 709 Traction Bldg. 802 Straus Bldg. Sault Ste. Marie, Mich. 

Cleveland, O., 915 Union Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. Seattle, Wash., 608 2nd Ave. ; 

Detroit, Mich., 311 Transportation Bldg. and Marquette Ave. Spokane, Wash., 1006 Old Nat’l Bank Bidg. 
Duluth, Minn., 320 West Superior St. Neenah, Wis. Superior, Wis. 

grand wales -.. * gy mite. a tg a xs er ite. Ee a iggy 1113 Pacific Ave. 

ndianapolis, Ind., erch. Bai ; maha, Neb., 1025 W. O. W. ‘ y , . 

Kansas City, Mo., 738 Railway Ex. Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 
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Youll get better mileage 
from Kelly Caterpillars 


This isn’t amere claim. It is the state- 
ment of a fact that has been proved by 
the year in and year out experience of 
thousands of truck owners during the 
past seven years. 


And Kelly Kats don’t discriminate. 
They stand ready to give you the same 
sort of service they are giving other 
truck owners. 


There are no Caterpillar 
tires but Kelly Kats 
KELLY-SPRINGFIELD TIRE COMPANY 


250 West Fifty-Seventh Street 
New York, N. Y. 


THE TIRES WITH NINE LIVES 














1, No. 
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™ DELAWARE & HUDSON 


Offers a Highly Developed Service 


for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway............ 

Canadian National Railways.......... via Rouses Point, N. Y. 
Quebec, Montreal & Southern........ 

a ere via Mechanicville, N. Y. 
ase ae via Albany, N. Y. 


And Their Connections 


DELAWARE & HUDSON SUPER-POWER ENGINES 


Pennsylvania ......... 

Lehigh Valley......... t via Wilkes-Barre, Pa. 
— sas 
a eens 
Lehigh Valley......... via Owego, N. Y. 


These powerful locomotives are equipped with the Bethlehem Auxillary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to 


do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 
J. E. . ome >" . 3 —_ nt, 


Cc. F <4. } cea Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte "Pickens, Jr., Commercial Agent, 
913 Healey Building 
BOSTON, MASS. peels med state 1323 
F. i. Wheeler, New England Freight Agent, 
29-430 Mas 30d ef Commerce Building 
BUFFALO, N. Y¥.—Telephone Seneca 853 
H. W. Haas, General Agent, 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
J. A. Flanders, Jr., General Agent, 
— Transportation Building, 
8 South Dearborn Street 
MONTREAL. QUE.—Telephone Main 6 
James Fitzsimons, ——— ed og Freight Agent, 
238 St. James Stree 
NEW YORK, N. pk oll Whitehall 5648 and 5649 
Max V. Beckstedt, General Agent, 
1446-48 Woolworth Building, 
233 Broadway 


eae ig ay N. Y.—Telephone 1500 
. W. Ackley, Division Freight Agent, 
191 Main Street 
PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Smithfield 1212 
8. Y. Baldwin, General Agent, 
613-514 Bessemer Building 
H. A. DIETZ, General Traveling Coal Agent, 
613-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone. 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751, Con. 557 
I. I Coyle, Division Freight Agent, 
H Passenger Station 
ST. LOUIS, MO.—Telephone Olive 1651 
J. B. Stewart, General Agent, 
1021-1022 Pierce Building 
TROY, N. Y.—Telephone 765 
F. J. Foerster, Division Freight Agent, 
Union Station 


W. G. Story, General Freight Agent, (Bone, N. Y. 


C. E. Rolfe, Assistant General Traffic 


~s. h Albany, N. Y. 


F. W. Nyland, Coal Freight Agent, Albany, N. 





W. J. MULLIN, 
99 General Traffic Manager 





ROUTE OF 


THE MONTREAL LIMITED 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 


» Ye 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. * 


J. T. LOREE, 
Vice-President and General Mgr. 
ALBANY, N. Y. 






ROUTE OF 
THE MONTREAL LIMITED 
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Mr. Traffic Manager! 


A direct message to YOU— 
FROM 


NORFOLK 


ON HAMPTON ROADS 


AVE you, Mr. Traffic Manager, considered the conditions which 
brought about an increase of more than 800 per cent in this 
port’s foreign trade since 1913? 


Have you studied the reasons for an increase of 2,000 per cent 
in NORFOLKR’S tobacco exports in the last five years? 


Have you profited by the increase of 100 per cent in the tonnage 
moving to and from the Pacific Coast via the Panama Canal through 
NORFOLK? 


If you are using, or expect to use any Atlantic or Gulf port— 
For exports; 

For imports; 

For coastwise, or coast to coast traffic; 





The Norfolk Port Commission would welcome an opportunity 
to demonstrate what NORFOLK has to offer you. 


Guarantee against congestion— 

Quick and economical handling of traffic— 

Adequacy of facilities— 

Rail lines reaching out to every section of the United States— 
Steamship lines to the principal world ports— 

Dependable and frequent sailings— 

Ideal co-ordination of rail and water transportation line— 


These are some of the factors that mean money and time saved 
the shipper using the port of NORFOLK. 


All of the eight railroads serving the port are physically con- 
nected with the Municipal Union Terminals and the Municipal Grain 
Elevator by a real Belt Line Railroad—the most nearly ideal terminal 
interchange situation in this country. 


For information write 


NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 


Route your shipments through the 
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Second ” 
* fst Morning from New York Piers and Hoboken City) 


Utica 


















The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 



















BOSTON, DETROIT, 

80 Federal Street lst National Bank Bldg. 
BROOKLYN, EASTON, PA. 

32 Court Street 402 Northampten Street 
BUFFALO, INDIANAPOLIS, 

| Lackawanna Terminal 410 Guaranty Building 

CHICAGO, KANSAS CITY, 

111 West Jacksen Blvd. Railway Exchange Bldg. 
CINCINNATI, MILWAUKEE, 

4th National Bank Bldg. 1316 Majestic Building 
CLEVELAND, MINNEAPOLIS, 


308 Park Bailding Metropelitan Life Bldg. 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 








LACKAWANNA 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 





en FROM . ; 
aBinghamton Second Morning ¢ ampere Corresponding Service 
uffalo ” n enia : . 
sie Rapids Sixth ” e Bloomfield given to shipments loaded 
Chicago Fourth =” \ — to the platforms of connect- 
Cincinnati ” ” \\\ elawanna e e e 
Seviled Third 8 \\ Harrison ing roads destined to points 
Columbus Fourth » \\ Hoboken City poe . 
Cortland Second ” A\\ Hoboken Shore Railroad beyond those named herein. 
Council Bluffs Seventh » \ Jersey City a 2 . 
Decatur — + <7 Lyndhurst Similar service is effec- 
Denver n ” rm ~ 
ite Sith aaa tive via Lackawanna from 
Detroit wv ” P. * ° . 
East St.Louis Fourth ee, Philadelphia and other 
— = - ] ieweting " Reading Railroad points, 
erie wv ” N * “f 
fort rio Second» sient: ahs also from points on the 
or ayn Fourh ” Harlem Transfer Pe 
— a * Central Railroad of New 
eee ae od 3 Jersey, via Scranton, Pa. 
Ithac Second Affernoon . 
a said fourth Morning ‘ = F Transfer ’ also from Boston 
Kansas City Sixth ” NI Long Island City via Boston & Maine-Dela- 
os Anaele fourteenth ° 
a wae | ghost ware & Hudson and Bing- 
i a 8 XX Yy aA ve hamton, and via New York, 
ilwaukee / ” . NN Sa Eastern Dist, 
+ 9 Zia. ' age AO terminal New Haven & Hartford and 
Nashville Fifth no! SS — ee oe Pie Meee eWalladout Port Morris, N. J. 
Omaha Seventh ” tH is - Per 134 fertiay i Y 
Yswego Secon eS a - | feJay St. * * © 
i none Shade Gi eZ Ann docks Daily passing reports in 
—~ ws ie the possession of all Lacka- 
Port Huron ” ” FROO me 
Portiend fourteenth » +z, wanna Agents enable imme- 
—— as * WW + diate and complete infor- 
Saint L 1 ” ” Ww YORK 25th St. . . 
ow seme « TRANSFER, uchbocks mation to customers. 
San Francis Fifteenth ” 
Seatt - - Fourteenth ” 
Scranton Second ” 4 © 4 
—  * Not Necessary to Designate Any Special Station, 
Syracuse Second ” e e 
ake om”. Pier or Train. 
Toronto Third ” 


Simply Route “LACKAWANNA” 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


AGENCIES ST. PA 


. UL, 
605 Pioneer Building 


NEWARK, SAN FRANCISCO, 

786 Broad Street 823 Monadnock Bldg. 
NEW HAVEN, SCRANTON, 

$9 Church Street Lackawanna Station 
NEW YORK CITY, SEATTLE, 

302 Broadway 1312 L. C. Smith Bldg. 
PHILADELPHIA, SYRACUSE, 

1302 Finance Building Lackawanna Statien 
PITTSBURGH, TOLEDO, 

428 Park Building 438 Nichelas Building 
ST. LOUIS, TORONTO, 

112 North 4th Street 1602 Royal Bank Bidg. 











Casteleiro Building 
Merchants Bank Buildi 


@ HAVANA 
@ INDIANAPOLIS 


Boston Building 
Majestic Building 


@ DENVER 
@ DETROIT 


Wiggins Building 
Hippodrome Building 


@ CINCINNATI 
@ CLEVELAND 


Ellicott Square Building 


@ CHICAGO 
Southern Pacific Bldg. 


@ BUFFALO 


Woodward Building 


@ BOSTON 
Old South Building 


@ BIRMINGHAM 


Healey Building 
Union Trust Building 


@ ATLANTA 
@ BALTIMORE 
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Making a Customer 
An Enterprising Cigar Maker’s Ad Reads: 


“TI don’t try to make a profit. 
I try to make a customer.” 


A catchy saying and, if lived up to, a most effective way to secure 
profits in the long run. 


Now we are all working for profit—a reasonable margin over 
expenses which will keep the concern going and efficient. Under 
the law a railroad is permitted to earn a fair profit. Permitted, be 
it noted, not guaranteed. The railroad may charge rates which, 
under honest and efficient management, will yield a fair profit. 
Fair rates plus volume of traffic spell fair profits. To obtain volume 
we must attract and hold customers; people who travel and ship 
over our lines because they like us and our ways. 


Southern Pacific employees constantly study how this may be 
accomplished. They are seeking how to serve and please you. 


We hope they are succeeding. If you think of suggestions we 
should be glad to have them. 


Write, telegraph or 'phone 
® “General Agent, Southern Pacific Lines” @ 
—The Postman Knows Him 


SOUTHERN Paciric LINES 
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